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Introduction 





South Puget Sound Railroad Mania features railroads that were built and operated during the 
latter 19% and early 20% centuries. In that era, railroads and logging companies throughout 
Puget Sound shaped and changed the way people worked and lived. There was a flurry of rail 
construction in Mason, Grays Harbor, and Thurston Counties, Washington. Prior to that time, 
logging was feasible only in areas near waterways. Water was the only economical way to 
move a log over long distances from stump to sawmill. 





The advent of railroad logging opened up vast tracts of virgin timber that previously had been 
of little value. Most people believed that railroads were the key to prosperity in the region. 
The result was a manic pace of railroad construction, which suggested the title for this book. 


Each chapter begins with a map showing the main line of a particular railroad. Following are 
more detailed maps and photographs, with descriptions that make it possible to visit places 
where old rights of way are accessible. If the line was an incorporated railroad, it appears in 
bold, italicized type. Red 15 the color used to locate track of the specific railroad covered by 
each chapter. Blue and green are utilized to define other railroads or roads. A sketch of the 
history of each railroad 15 provided, as well as details about persons who influenced the destiny 
of the line. 


Many people helped in my search for maps, photographs, and historical information. I want 
to especially thank the following: 


Edith, Lewis, and Ron Elson; Jane Ely; Charles Fattig (McCleary Historical Society and 
Museum); George Fuller; Billie Howard (Mason County Historical Society Museum); 
Donald Japhet; R. Dale Jost, M. D. (Archives of Western Railroads); Don Lovett (Thurston 
County Roads & Transportation Services); Gary Lundell (Special Collections, University 
of Washington Libraries); Sharron Manley (Simpson Timber Company Archives); Megan 
Moholt (Weyerhaeuser Research Archivist); L. G. *Skip" Morrison (Green Diamond Resource 
Company); Penny Orendino; Peter J. Replinger; Mark Schmidt; Mick Sprouffsky; Michael 
Stoney; Don Susak; John Warjone (Port Blakely Tree Farms); and Lanny Weaver (Southwest 
Washington Regional Archives). 
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Dedication 





This book is dedicated to Peter J. Replinger. Without a doubt, Pete is the foremost authority on the subject of 
railroad history іп Mason County. His help in researching this project was invaluable. The book could not have 
been produced without his insight and the resources he contributed from a huge personal archive. 


He and I share a belief that the memory of a defunct railroad 15 enhanced significantly by being able to visit 
the place where it existed. To that end, he and I spent many enjoyable hours in rural Mason County, gathering 
information that improved our understanding of several railroads that existed in a bygone era. 


Pete was born at Shelton, Washington on the first day of January, 1942. His boyhood home overlooked the 
mills and rail yards of downtown Shelton. Trips to Tacoma, where his father's cousin worked for the Northern 
Pacific Railroad, often resulted in visits to that railroad's roundhouse. His interest in railroads, especially steam 
railroads, can be traced to these early experiences. 


At the beginning of the 1960s, he began to interview elderly Mason County residents who had worked on 
logging railroads in the first half of the twentieth century. From these folks he accumulated a large collection 
of photographs, a number of which appear in this book. In addition, he has examined the first fifty years of The 
Mason County Journal and collected all articles related to Mason County railroads. 


In 1963 Pete hired out as a brakeman on the Railroad Division of the Simpson Timber Company. In 1967 he 
became an engineer, and continued in that capacity until his retirement. 


He has been a board member of the Shelton Chamber of Commerce with particular interest 1n sustaining the 
Forest Festival. In collaboration with John T. Labbe, Pete authored Logging To The Salt Chuck, published in 
1990. In the past һе has had articles published in Pacific News. Currently his articles appear regularly in Tall 
Timber Short Lines. 


Enjoy the old photographs presented іп this book. Most are courtesy of Peter J. Replinger, guardian of Mason 
County's railroad history. 


James S. Hannum, M. D. 
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Main Lines of The Blakely Road 
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The Blakely Road 





Between 1886 and 1925, Little Skookum Inlet, south of Shelton, was 
a terminal for one of Washington's largest logging railroads. While 
owned continuously through these forty years by the Port Blakely 
Mill Company, the railroad was known by several names during 
these decades. Prior to construction, it was called the Little Skookum 
Railroad. The line was incorporated in 1886 as the Puget Sound & 
Grays Harbor Railroad and Transportation Company. Though it 
was a wholly owned subsidiary of the Port Blakely Mill Company, 
the railroad operated as a separate entity until 1894, after which time 
it was managed directly by the mill company. In the years following 
1894 the railroad portion of the corporation was known formally as 
the Blakely Railroad. In 1916 the company leased its railroad and all 
timber harvesting operations to the Stimson Mill Company. 


Years ago, in casual conversation, it was common to refer to a 
railroad as а “road”. A good example сап be found in the Chicago, 
Milwaukee, St. Paul & Pacific Railroad, known as “Ше Milwaukee 
Road". Similarly, the informal name used for the Port Blakely Mill 
Company's railroad was “the Blakely Road". 


Before exploring the Blakely Road, it is helpful to review a brief history 
of the railroad's parent company, the Port Blakely Mill Company. A 
comprehensive history of the company can be found in Port Blakely: 
The Community Captain Renton Built, by Andrew Price, Jr. The book 
gives a detailed description of the life of William Renton before and 
after he selected Port Blakely (situated immediately west of Seattle on 
Bainbridge Island) to be the center of his lumber and shipping business. 


Operations at Renton's first sawmill at Port Blakely began in April 
1864. Lumber from the mill went primarily to San Francisco. Twelve 


years later, on 11 September 1876, the Port Blakely Mill Company was 
incorporated in California. The place of business was San Francisco, 
with the operational part of the company located at Port Blakely. 


Prior to his arrival in Washington Territory, William Renton spent 
time in San Francisco while serving as captain of a sailing ship. 
The experience made him aware of the role transportation played in 
producing and marketing goods. In the late 1870s the Port Blakely 
Mill Company owned a fleet of ships and sold products not only 
in San Francisco but also in Honolulu. Figure 1-1 is an undated 
photograph of the harbor at Port Blakely, showing sailing ships taking 
on cargo at the mill. It is part of the Curtiss and Miller Collection at 
the Washington State Historical Society. 


Renton noted a developing problem in the early 1880s. Most timber 
near Puget Sound had been cut. A reliable new source of logs was 
needed for the mill at Port Blakely. 


In the 1870s, іп addition to his duties at Port Blakely, Renton managed 
a coal mine at the place which later became the city of Renton. He 
worked closely with the railroad associated with the mine. In 1882 
Renton decided to build a railroad to access inland timber. His agent, 
John B. Forbes, secured a right of way and bought large tracts of land 
located primarily in Mason County. Logs would be brought to Little 
Skookum Inlet by rail, and then rafted to the mill at Port Blakely. 


Construction of the railroad was well under way on 20 November 
1885 when four miles of the right of way had been graded and track 
was being laid. On 22 March 1886 the Puget Sound & Grays Harbor 
Railroad and Transportation Company was incorporated, with local 
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Figure 1-1 Sawmill at Port Blakely 








offices at Port Blakely. Initially the railroad employed its own logging 
crews, cutting timber as the line was extended to the southwest. 


Disaster struck on 3 February 1888 when fire destroyed the sawmill 
at Port Blakely.  Favorable circumstances allowed a larger and 
completely modern mill to be rebuilt on the same site. 


In 1889 Renton planned a new use for his railroad. If the line were 
extended west, it would allow passengers to travel by boat from 
Seattle and Tacoma to Little Skookum Inlet and transfer to the railroad 
for the remaining journey to Grays Harbor. Between 5 July 1889 
and 22 November 1889 track was laid from the village of Summit 
(north of McCleary) to Montesano. At the same time a subsidiary of 
the Northern Pacific Railroad was constructing a line from Tacoma 
through Olympia, with a planned terminal on Grays Harbor. It soon 
became apparent that, as a common carrier, Renton’s railroad could not 
compete successfully with this transcontinental line. On 16 February 
1891 the western part of the Puget Sound & Grays Harbor Railroad 
and Transportation Company (between what is now Stimson siding 
and Montesano) was sold to the Tacoma, Olympia & Grays Harbor 
Railroad (the subsidiary of the Northern Pacific Railroad) which 
then built its own line from Montesano to Grays Harbor. 


William Renton died 18 July 1891. His death occurred during а 
period of general economic prosperity. Managers of the Port Blakely 
Mill Company continued doing what they were already doing well. 
They concentrated on production and distribution of timber products. 
For many years after Renton's death, the company harvested timber, 
transported it to Little Skookum Inlet by rail, rafted the logs to Port 
Blakely, and exported finished products by sea. Gradually, during the 
1890s, achange in operations occurred. The company began to contract 
with private loggers rather than employing its own timber crews. 


In 1903 a variety of adverse economic and legal conditions existed, 
which resulted in the sale of the Port Blakely Mill Company. The 


corporation was bought by a group of San Francisco and Michigan 
capitalists. David Edward Skinner became President of the company 
in San Francisco, while John W. Eddy worked as General Manager at 
Port Blakely. A descendant of Eddy, John W. Warjone of Olympia, 
Washington, is the current President of Port Blakely Tree Farms, a 
successor to the original mill company. 


For the second time, fire visited the mill at Port Blakely on 22 April 
1907. About half of the structure was destroyed and it took more than 
two years to return the mill to full production. 


The Port Blakely Mill Company owned timberland as far north as 
Matlock. The northern part of the company’s holdings had been 
harvested by 1910. The organization began a process of abandonment 
of unneeded portions of its railroad. With an eye to the future, the 
company retained title to its harvested timberland. 


Market conditions for the sale of lumber were poor in 1912 and 1913. 
The Port Blakely Mill Company reincorporated itself on 9 January 
1913 as the Blakely Mill Corporation. Even before the United States 
entered World War I, Federal controls over the domestic economy 
created unusual business conditions. An acute shortage of ocean 
going ships occurred. Skinner and Eddy believed that there was more 
opportunity in building and operating ships, than in milling lumber. 
They began to concentrate on the nautical portion of their business 
and placed less emphasis on lumber production. In 1916 the mill at 
Port Blakely was leased to the Dominion Mill Company. However, 
the Blakely Mill Corporation still owned sizable uncut tracts of timber 
in southern Mason and northern Grays Harbor counties. On 4 May 
1916 an agreement was reached with the Stimson Mill Company to 
harvest and purchase this timber. In addition, Stimson would operate 
the railroad between Simpson siding and the log dump at Rollway. 


After World War I ended, the Dominion Mill Company began losing 
money while operating the mill at Port Blakely. It forfeited its lease, 
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and control of the mill returned to Skinner and Eddy. 1921 was a 
good year for lumber sales. However, the mill at Port Blakely closed 
permanently in 1922 when it became clear that it would not be 
profitable in the future. The two men divided shared assets in 1923. 
Skinner took over the company's shipping interests and formed the 
Alaska Steamship Company. Eddy received the closed mill at Port 
Blakely and cutover timberland, from which the Port Blakely Tree 
Farms evolved. The railroad between Stimson siding and Kamilche 
was sold to the Northern Pacific Railroad on 6 January 1925. 
Demolition of the mill at Port Blakely began in 1924. 


Before detailing the history of the Blakely Railroad it will be helpful 
to review a few geographical features that relate to the railroad. 
Figure 1-2 shows the main lines of the Puget Sound & Grays Harbor 
Railroad and Transportation Company during the early 1890s. There 
were three distinct places called Summit. То differentiate them, the 
community of Summit, located north of McCleary (at the place where 
summit Road crosses the current Puget Sound & Pacific Railroad) 1s 
designated as Summit village. 


summit Junction 15 a name found in the 1909 timber cruise of Mason 
County, Washington. It was situated at the place where the Blakely 
Railroad's line to Matlock diverged from the original Puget Sound & 
Grays Harbor Railroad and Transportation Company right of way to 
Elma and Montesano. In 1909 the White Brothers Logging Company 
connected here with the Blakely Railroad. Figure 1-3 is a modern 
aerial photograph which shows these relationships. Chapter 10 has 
more information about the White Brothers Logging Company. 


Immediately southwest of Summit Junction was a side track originally 
called Simpson siding. In 1916, when the Stimson Mill Company 
became the operator of the Blakely Railroad, it was renamed Stimson 
siding. The siding remains in use today and continues to be called 
Stimson siding. 


A logging camp called Summit Camp was located north of Summit 
Junction. In 1894 a telephone line originated at Summit Camp and 
extended eight miles northwest, along the main line of the railroad, 
and terminated at the headquarters of S. G. Simpson and Company, in 
Section 24 of Township 19 North, Range 6 West. 


Kamilche was a settlement which existed prior to construction of the 
railroad. Situated at the head of Little Skookum Inlet, it was the place 
where the first terminal of the Puget Sound & Grays Harbor Railroad 
and Transportation Company was built. New Kamilche became a 
settlement a few years later, when the railroad moved its terminal east 
to Kamilche Point. The Mason County Journal reported on 7 March 
1890 that a new post office was open at Kamilche Point, and would 
thereafter be called Kamilche. The older post office known previously 
by that name would henceforth be called McBryde Station. 


Rollway was the railroad’s most important and enduring log dump. A 
moderate sized company town existed there for many years. 


The origin of the Blakely Railroad coincided with the entry of Sol G. 
Simpson into logging. Simpson began his career with the Port Blakely 
Mill Company as an employee of the Blakely Railroad. He was hired 
to oversee grading and construction. Soon Simpson was operating 
logging camps along the newly opened right of way. In 1889 he was 
Superintendent of the Puget Sound & Grays Harbor Railroad and 
Transportation Company. In 1890 he resigned that post to form his 
first logging company, S. G. Simpson and Company. His company had 
a close contractual relationship with the Port Blakely Mill Company, 
and shipped all harvested logs on the Blakely Railroad. 


In 1895 Simpson founded the Simpson Logging Company. Most 
of this company’s financing came from sources related to the Port 
Blakely Mill Company. In 1902 Simpson’s logging company attained 
complete independence from the Port Blakely Mill Company. By 
then he owned extensive timberland in northern Mason County. After 
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that date Simpson began shipping logs to Shelton on the Peninsular 
Railway Company. Іп subsequent years, he acquired a financial 
interest іп the Peninsular Railway Company, and іп 1935 that line 
became a wholly owned Simpson property. 


With this background in mind, we can begin to chronicle the building 
and later abandonment of the Blakely Railroad. Initial clearing and 
grading for the railroad began in late 1885. The Montesano Vidette 
reported on 16 April 1886 that track had been built four miles into 
the timber, and logging was about to begin. The first terminal and 
log dump was at Kamilche. A wye (often written as ^Y") was built 
there to turn locomotives and other rolling stock. Figure 1-4 shows 
the location of the wye. Unfortunately, low tides at the head of Little 
Skookum Inlet made the log dump at Kamilche unusable during most 
ofeach day. Eventually, the railroad built a new log dump at Rollway, 
and the wye at Kamilche was removed. 


In late 1886 and early 1887, construction pushed the line southwest. 
Information received from John Labbe, a Puget Sound railroad 
historian, indicates that on 11 March 1887 the railroad was nine miles 
long. It was expected that in the near future five lumber camps would 
be providing logs for shipment on the line. 


The initially built segment of the line provided access to enough 
timber that track construction was halted at the village of Summit. 
Two years later the railroad made plans to transport passengers. In the 
late summer of 1889 work began on an extension of the rails from the 
village of Summit to Montesano. Trains were running into Montesano 
in late November of 1889. 


At the same time, the railroad was being extended from Kamilche to 
the east. The Shelton Journal reported on 22 November 1889 that a 
wharf was under construction at New Kamilche. The wharf would 
allow steamship passengers from Seattle and Tacoma to transfer 
directly to trains bound for Montesano. Stagecoaches would carry 





PS rn them from Montesano to Grays Harbor destinations. The wharf, as it 
Су appeared in 1893, is shown in Figure 1-5, courtesy of Grant C. Angle. 
Railr oad Figure 1-6 is a modern picture of the place where the wharf was 


|, у. located. It was taken from a position somewhat south of the earlier 
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photograph. 

} Loss of passenger traffic to the Northern Pacific Railroad eventually 
led to abandonment of the right of way between New Kamilche and 
Rollway circa 1900. Figure 1-7 comes from the 1909 timber cruise 


of Mason County. It shows the Blakely Railroad's abandoned right of 
way at New Kamilche. 


Between Kamilche and New Kamilche was the place called Rollway. 
| p" Kamilche It was the railroad's primary log dump and the eastern terminal of the 
ot | шай | line after 1900. After 1916, it was used by Ше Stimson Mill Company 
0 / 9 
Ней ау 101 Point Road 2 until 1925. Figure 1-8 shows the village of Rollway as it appeared in 
Wye at Kamilche the 1909 timber cruise of Mason County. 








Figure 1-6 2006, New Kamilche 
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New Kamilche, 1909 Teer Cis 


After selling the western part of the Puget Sound & Grays Harbor 
Railroad and Transportation Company to the Northern Pacific 
Railroad, the Port Blakely Mill Company concentrated on harvesting 
its own timber. 


summit Junction (see Figure 1-3) was an important place on the 
Blakely Railroad. Immediately to the west was Simpson siding, 
the easternmost part of the Summit Branch of the Northern Pacific 
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Rollway, 1909 


Railroad. The Blakely Railroad interchanged freight with the 
Northern Pacific Railroad at Summit Junction. 


To reach its vast timber reserves, the mill company extended its 
railroad north from Summit Junction, through the heart of its land 
holdings. On 19 December 1894 the Puget Sound & Grays Harbor 
Railroad and Transportation Company ceased to be operated as a 
separate entity. A judgment, recorded in Mason County Deed Book 
# 1, page 324, gives a full accounting of the railroad. Figure 1-9 
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Figure 1-9 1894, Route Map Grays Harbor Railroad and Transportation Company 
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shows the line as it existed in that year. In addition to describing the 
right of way, the document provides a wealth of information about the 
railroad's physical plant, locomotives, and rolling stock. 


There were four locomotives weighing 40, 35, 25, and 18 tons. 
Rolling stock consisted of 74 log cars, 7 flat cars, 4 box cars, 1 iron 
car, 1 baggage car, and 1 passenger coach. 


At New Kamilche there were several wharves and warehouses, а 
roundhouse, a machine shop, and a cookhouse. At Rollway there was 
а side track YZ mile long, and no turntable. There was an additional log 
dump located at Brown Cove, immediately east of Rollway, in Lots 
5 and 6 of Township 19 North, Range 3 West. The wye at Kamilche 
was no longer in use. 


At Summit Camp and Telephone Station (їп Section 25 of Township 
19 North, Range 4 West) there was a wye and a side track 34 mile 
in length. Тһе telephone line from Summit Telephone Station 
followed the railroad for eight miles to the west, and terminated at 
the headquarters of S. G. Simpson and Company in Section 24 of 
Township 19 North, Range 6 West. There was also a wye and % mile 
of side track at the Simpson headquarters. 


With strong backing from the Port Blakely Mill Company, the 
simpson Logging Company came into existence іп 1895. Іп 1896 
the Blakely Railroad was extended north toward Matlock. Rail was 
removed west of Lake Arrowhead and used to construct the new 
right of way. In May 1897 the railroad moved its machine shop and 
blacksmith shop from New Kamilche to Matlock. Northwest of that 
village, Simpson located the headquarters of his logging camps. The 
simpson Logging Company also operated logging camps served by 
the Peninsular Railway Company. Figure 1-10 15 a map provided 
by Peter J. Replinger, a lifelong collector of Mason County railroad 
memorabilia. Although undated, it is likely that the map was produced 
circa 1899. It has been retouched to enhance clarity. Logging camps 
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located along both the Blakely Railroad and the Peninsular Railway 
Company are depicted. The foothills of the Olympic Mountains begin 
north of the campsites. 


In 1898 Sol G. Simpson opened a cedar shake mill at the north end of 
Lake Arrowhead. While the mill was in operation the lake was known 
as Simpson Lake. The mill is shown as “shingle mill" in Figure 1-11, 
which comes from the 1909 Mason County timber cruise. Service 
and Hillis were operating the mill іп 1909. Many such mills existed 
around the turn of the century. Organizations like the Port Blakely 
Mill Company sought Douglas fir logs, and considered cedar wood 
useless. However, once it became possible to export shingles over an 
existing railroad, milling cedar shakes became a viable business. 


Sol Simpson's business achieved a level of parity with the Port 
Blakely Mill Company in 1902. The two companies continued to deal 
with each other amicably, but thereafter Simpson’s logging company 
became aligned more closely with the Peninsular Railway Company. 
The Montesano Vidette reported on 30 May 1902 that “The Simpson 
Logging Company, the great Mason County corporation, has a corps 
of engineers surveying a new route for the main line of its road 
connecting with the Summit Branch of the Northern Pacific.” 


"Connection is at present made at the Y after making the curve up past 
summit, but the new line will run down Cloquallum Creek and join 
the N. P. line at Beck's Prairie four miles east of Elma." 


“Тһе line from the Cloquallum shingle mill (at Lake Arrowhead) of 
this company to the N. P. track will be four miles longer than the 
present line but the grade will be only one percent each way, while the 
present grade 15 two and three percent, necessitating doubling up in 
bringing out loads." 


The new line was to be a southern extension of the old Herman Branch 
of the Puget Sound & Grays Harbor Railroad and Transportation 
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Figure 1-10 Simpson Logging Company Camps in 1899 
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| Figure 1-11 Lake Arrowhead, 1909 Timber gem 


Company, and 1s shown in Figure 1-9. The extension was not built in 
1902, but several years later the Stimson Mill Company (see Chapter 
9) finally utilized the southern part of this previously surveyed right 
of way. 


Thwarted in obtaining an easier outlet for the products of the 
simpson Logging Company, Sol Simpson looked more and more to 
the Peninsular Railway Company as a conduit for harvested logs. 
As the map in Figure 1-10 shows, the Simpson Logging Company 


operated logging camps sited on both the Blakely Railroad and the 
Peninsular Railway Company as early as 1899. In July, 1905, a 
physical connection between the two railroads was constructed 
north of Matlock. Commerce in Shelton was greatly facilitated by 
this connection, which lasted until approximately 1910. Figure 1-76 
comes from the 1909 timber cruise of Mason County. It shows the 
connection immediately before it was removed. From 1905 until 
1910 it was possible to move freight in and out of Shelton on the 
Peninsular Railway Company, interchange with the Blakely Railroad 
at Matlock, and then interchange again with the Northern Pacific 
Railroad west of Summit Junction, at Simpson siding. 


In 1910 the differences between the business objectives of the 
simpson Logging Company and the Port Blakely Mill Company were 
clear. Blakely interests wished to concentrate harvesting activities 
in previously bypassed areas of timberland south of Matlock. The 
Shelton Journal reported on 4 May 1906 that the Blakely Railroad 
was grading a parcel of land at Rollway in anticipation of moving 
its machine shops there, from Matlock. Other newspaper articles 
from that year hinted that the Port Blakely Mill Company planned to 
abandon the northern part of its railroad. 


On the other hand Sol Simpson, working with the Peninsular Railway 
Company, wanted to push west into virgin timber beyond Matlock. 
To that end the Simpson Logging Company acquired title to most of 
one of the old Blakely grades west of Matlock. This included the 
place which became known as Frisken Wye, or Windsor, where the 
new owner built a roundhouse. This segment of rail led to large tracts 
of Simpson's timberland west of Matlock. Years later the right of way 
was used to transport logs from the Simpson Timber Company's Camp 
Grisdale. In 1935 the Simpson Logging Company became the sole 
shareholder and owner of the Peninsular Railway Company. On 20 
February 1936 the stockholders of that line (essentially the Simpson 
Logging Company) voted to dissolve the railroad as a separate entity, 
and it became part of the Simpson Logging Company. 
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In 1913, for the last time, the Blakely Mill Corporation constructed 
a new line of rail into its own timber. It was designated the Camp 
R spur, and had a camp serving the spur located at Mohney's Prairie 
in Grays Harbor County. The approximate location of the camp is 
shown in Figure 1-14. Undoubtedly the mill company regretted that 
the southern part of its holdings would have been easier to access had 
the company not sold (15 February 1891) part of the right of way 
of the Puget Sound & Grays Harbor Railroad and Transportation 
Company (west of Summit Junction) to the Northern Pacific 
Railroad. 


The new line, shown in Figure 1-12, began approximately one mile 
west of Summit Junction. Initially the Northern Pacific Railroad 
insisted that it be the agent to transfer loaded log cars from the new 
spur to Summit Junction, charging a fee for each car moved. The 
Blakely Railroad wanted to run its trains directly from the new spur 
to Rollway. 


Probably as a negotiating technique, the Blakely Mill Corporation 
proposed building its own line of track west from Summit Junction, 
south of the Northern Pacific Railroad, to connect with its new spur 
(shown in Figure 1-12). The planned right of way was to cross the 
Northern Pacific Railroad at approximately the junction of today's 
Elma Hicklin Road and Highway 108. Figure 1-13 comes from 
Washington Utilities and Transportation Commission Case # 922, and 
shows the proposed new track immediately south of Summit Junction. 
The northern part of the grade was to be built upon a recently vacated 
line used formerly by the White Brothers Logging Company (see 
Figure 1-3 and Chapter 10). However, before this right of way could 
be put in operation, the Northern Pacific Railroad relented, leasing 
the mile of track west of Summit Junction to the Blakely Railroad. 
The newly surveyed right of way was not utilized as a railroad, but 
eventually it was incorporated into Highway 108. 





The line built in 1913 included a high trestle located north of Elma 
Hicklin Road. A remnant of the trestle is shown opposite the back 
cover of this book. Unfortunately, the new spur was ineffective in 
reaching the majority of the mill's remaining timber. It was abandoned 
when the Stimson Mill Company took over logging operations from 
the Blakely Mill Corporation. 


The Blakely Railroad's pullback to the south, from Matlock, is 
described in great detail by another hearing before the Washington 
Utilities and Transportation Commission (WUTC Case £ 4687) which 
occurred іп August 1919. 


In 1916, one of the complainants in the case, a Mr. Mathewson, 
purchased a half interest іп a shingle mill built іп 1907 by the 
Cloquallum Shingle Company. Also known as the Diebold shingle 
mill, the property was located on the south side of Cloquallum 
Creek in Section 15 of Township 19 North, Range 5 West. When the 
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complaint was filed, the railroad was trying to abandon its main line, 
located next to the mill. Mathewson alleged that the railroad was a 
"common carrier”, with an obligation to the public to maintain rail 
service (and therefore to ship his shingles). Despite the fact that in the 
early 1890s it carried passengers, and later hauled mixed freight in and 
out of Shelton between 1904 and 1910, the Blakely Mill Corporation 
unabashedly denied that its railroad had ever been a common carrier. 


Mathewson obtained no redress. In 1918 the rails had been removed 
from his mill to Summit Junction, and were already in use by the 
Stimson Mill Company (see chapter 9). Nonetheless, the document 
contains a detailed description of the Blakely Mill Coorporation's 
use of remnants of its railroad, northwest of Summit Junction, before 
giving over that task to the Stimson Mill Company. Before exploring 
the WUTC document further, it will be helpful to discuss the naming 
: system for logging camps served by the Blakely Road. 

Mitlar ana Son 

Though there were exceptions, a Blakely camp tended to be designated 
by a letter, with the spur leading to the camp indicated by the same 
letter. The last camp operated by the Blakely Mill Corporation was 
Camp M, and thus the track leading to it was the Camp M spur. Camp 
locations, both known and unknown as to letter designation, are 
shown in Figure 1-14. Also depicted are some of the shingle mills 
located along the Blakely Road. 


ec 20730 i 


64 La pp PA MAT 25148 о. а. 
ТР 2222222 Returningtothe WUTC record, pages 59 through 61 of the document 

m 520 ~ | contain the testimony of Мг. Н. P. Neth, who was the manager of 

Camp M until it closed. He described the process of removal of the 
line from a point 5 miles south of Matlock, back toward Summit 
Junction. “We went then over into what we called Camp I in Section 
11, Township 19 North, Range 6 West. When we got through with this 
camp we pulled down here to the southeast of the southeast quarter 


of Section 5, to what is known as Camp F spur. When we finished 
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that camp in Section 16 we pulled the steel up to the Camp M spur in 
section 15." 


As per the agreement with the Stimson Mill Company, when work 
was completed at Camp M, the entire logging camp, rails, log cars, 
and locomotives were set off at Simpson siding for the new operator. 
simpson siding became Stimson siding. 


By the end of 1924 the Stimson Mill Company finished logging 
accessible old growth timber in the southern part of the Blakely Mill 
Corporation's land. The mill at Port Blakely was being torn down. 
The railroad east of Summit Junction had no value as a logging line. 
But the Northern Pacific Railroad wanted this right of way in order to 
gain access to Shelton. In a deed filed 9 January 1925, the Blakely Mill 
Corporation sold the grade between Summit Junction and Kamilche to 
the Northern Pacific Railroad. Figure 1-15 shows the new Northern 
Pacific Railroad line from Summit Junction to Shelton. Thereafter 
the grade between Kamilche and Rollway was abandoned. 


Kamilche Point 15 a good place to begin a driving tour of the Blakely 
Road. Тһе residential community at the point is located at the 
junction of Little Skookum and Totten Inlets. From Highway 101, 
take the Kamilche exit and drive east on Old Olympic Highway. After 
crossing the tracks of the Puget Sound & Pacific Railroad, turn left 
on Kamilche Point Road. Drive several miles and turn left on Wildcat 
Cove Road. Figure 1-16 1s a modern aerial photograph looking south 
over the mouth of Little Skookum Inlet and Kamilche Point. The 
abandoned Blakely grade is clearly seen west of Wildcat Cove. A 
large rock marks the spot immediately south of the location of the 
wharf shown in Figure 1-5. The residence at 292 Wildcat Cove Road 
was constructed over the approach to the wharf. Figure 1-17 shows 
the view looking east from this house. Stubs of several pilings can 
still be seen immediately to the left of the rock. 
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Figure 1-15 


Moving west, the right of way crossed Wildcat Cove via trestle. One 
piling remains visible on the east side of Wildcat Cove, and is shown 
in Figure 1-18. 


To continue the tour, return to Kamilche Point Road and drive west 
to Nelson Road, then turn right (north). Follow Nelson Road until it 
makes a left turn (to the west). After turning left you will be driving 
on the grade of the Blakely Railroad, as shown in Figure 1-19. Return 
to Kamilche Point Road and continue west. 


When you reach the gate leading to Rollway, there is nothing to 
indicate the significance of this location. The property belongs to the 
Port Blakely Tree Farms, and permission to visit must be obtained 
from the company. See Figure 1-8 for orientation. Figure 1-20 comes 
from the Port Blakely Tree Farms. It is a 1914 wide angle view of 
Rollway, taken with the camera facing southeast. This “fish eye” 
view causes the picture to be distorted. The turntable, a two stall 





roundhouse, and four company houses can be seen. The nearest of 
these houses remained standing until the 1970s. Bill Fry, who worked 
as an engineer on the railroad, resided there until his death. Figure 
1-21, courtesy of Peter J. Replinger, is a photograph taken circa 1970, 
which shows Mr. Fry at his home. In the latter 1970s the dwelling 
became uninhabitable and was razed. Figure 1-22 is a modern 
photograph of the place where the house stood. It was taken looking 
southwest from the gravel road (corresponding to the county road 
shown in Figure 1-8) currently located there. 


Figure 1-23 is a modern aerial photograph of Rollway. It is useful 
for orientation when viewing the pictures shown in Figures 1-24 and 
1-25. Figure 1-24 is a recent photograph taken looking northeast. A 
grove of young trees grows at the site where the turntable was situated. 
Figure 1-25 looks slightly west of north, across the old county road, 
toward the location of the car shops. Now only trees are found here. 


Blakely Grade 


Figure 1-16 New Kamiulche and Wildcat 


Figure 1-26 1s a 1970 photograph courtesy of Peter J. Replinger. It 
shows the view looking west at the remnants of Rollway and was taken 
from the eastern end of the log dump. Figure 1-27 15 a recent picture 
of the same area. Figure 1-28 is another Replinger photograph taken 
looking east, at the western end of Rollway. Engine # 2 1$ shown with 
a load of logs to be dumped when the tide comes in. The locomotive 
has already been turned for its trip back to the woods. Figure 1-29 is 
a 1970 Replinger photograph showing approximately the same view 
as Figure 1-28. 


Now drive west on Kamilche Point Road to 611 Kamilche Point 
Road. This is the location of the railroad's earliest log dump. Figure 
1-30 comes from the 1909 Mason County timber cruise of Section 
17 of Township 19 North, Range 3 West. It shows the log dump and 
the extension (built in 1889) of the railroad to New Kamilche. Also 
shown is the Fredson Brothers Logging Company (see Chapter 2) log 
dump on the north side of Little Skookum Inlet. 
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Figure 1-31 is а Replinger photograph showing the remnant of the 
earliest Blakely log dump as it appeared in the 1970s. It was taken 
looking north. Figure 1-32 15 a recent picture taken from the same 
place. 


Continue driving west and stop immediately before reaching the 
house at 281 Kamilche Point Road. Figure 1-33 shows the view 
looking northwest. The grade can be seen on the right side of the 
picture, leading to pilings on the left. Now drive to a point west of 
this residence and look north. Figure 1-34 is another view of the 
same pilings. Immediately west of this point Whitener Road occupies 
the Blakely grade on the east side of the Puget Sound & Pacific 
Railroad. 


It 15 easy to find the place where the right of way of the Blakely 
Railroad diverges from today’s active rail line. Figure 1-35 was taken 
looking northeast from the intersection of Old Olympic Highway and 
the Puget Sound & Pacific Railroad. А path occupies the Blakely 
right of way between the modern day railroad and Whitener Road. 


From Kamilche to Summit Junction the Puget Sound & Pacific 
Railroad uses the Blakely grade with few exceptions. Driving west 
from Kamilche takes you along Highway 108 through the Kamilche 
Valley. Marmac is an interesting place. This name 15 still shown on 
modern maps, although nowadays nothing exists there to suggest that 
it was a station on the Blakely Railroad. Figure 1-14 shows a spur to 
the McDonald Mill, which was located south of Marmac. This track 
was also used for logging timber south of what is now Highway 108. 
The spur occupied the west side of a creek, approximately 200 feet 
west of the residence at 3082 Highway 108. No trace of the grade 
can be found immediately south of Highway 108. Currently a logging 
road on the east side of the creek can be followed for approximately 
230 yards south of the highway, where it crosses a branch of the creek. 
South of that point the logging road occupies the old railroad grade. 
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Piling at Wildcat Cove 


Figure 1-19 Blakely Grade along Nelson Road 
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Figure 1-21 ВШ Fry and House at Rollway Figure 1-22 Location of Bill Fry House in 








21 


Location of. 
Figure 1-25 


Figure 1-23 Modern Aerial View of Rollway Figure 1-24 Site of Turntable at Rollway 
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1970, View East toward Rollway 


Figure 1-36 shows the view looking south, approximately 150 feet 
south of the creek crossing, along the logging spur. 


Now continue west along Highway 108 to Maxwell Hill, as shown 
in Figure 1-2. Sadly, there is no marker along the road to help you 
find this topographic feature. However, climbing a logging road on 
the north side of Highway 108, in Section 29 of Township 19 North, 
Range 4 West, provides access to two areas of interest. Figure 1-37 
shows this region. Near the top of the hill, just before reaching the 
Puget Sound & Pacific Railroad, you will notice a deep cut crossing 
the logging road. This is the original right of way ofthe Puget Sound 
& Grays Harbor Railroad and Transportation Company. Figure 1- 
38 shows both the Puget Sound & Pacific Railroad and the original 
Blakely right of way. The Blakely grade crossed a huge trestle 
immediately east of this place. After many years of use, the original 
trestle here became unsafe. Rather than rebuilding it, the company 
moved the track to its current position. This required building a new 





d 


Wn NSF 


~ 
> 
2- 
3 
SS 


ht 


5 
7 
> 
7, 


т е ІЛ УЛУ 


к 


= cS МИ, Ai М, 
2 с | 
асе 
oe 3 


| 
i 


| 


лу? 


"tto 
[m 


grade on Maxwell Hill, north of the original one. The new line used 
a much smaller trestle. Later, this new trestle was converted to a fill, 
as reported by The Mason County Journal on 20 September 1907. 
“Тһе Blakely Railroad 1s filling in one of its high trestles in the upper 
Skookum Valley, and this 1s delaying hauling over the road . . ." 


Figure 1-39 is a Replinger photograph showing construction ofthe new 
trestle (on the left) as well as the original trestle (on the right). The 
picture was taken looking east, and captured Engine £ 4, the Captain 
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Figure 1-32 2006, Kamilche Log Dump | Figure 1-34 West O 
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Figure 137 E " Maxwell Hill 


Gray, on the old trestle. A newly excavated cut is seen leading to the 
replacement trestle. Trees growing in the ravine made it impossible to 
obtain a modern picture from the exact place where Figure 1-39 was 
taken. Figure 1-40 was taken from the eastern side of the ravine over 
which the trestle passed. It shows the view looking east toward the 
junction of the old and new rights of way. Ву necessity it was taken 
from a position lower than Figure 1-39. 


Peter J. Replinger provided photographs of another trestle located east 
ofthe one shown in Figure 1-39. Walking east along the Puget Sound 
& Pacific Railroad will bring you to the place shown in Figure 1-41. 
Long ago a derailment occurred here as shown in Figure 1-42. The 
photograph looks east and shows a water tower which existed as late 
as the 1970s. Figure 1-43 1s a view from the opposite direction, taken 
from the water tower. Figure 1-44 1s a modern ground level picture of 
the same scene as shown in Figure 1-43. The trestle no longer exists, 
having been replaced with fill. 
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“ Figure 138 Atop Maxwell Hill 


To continue the tour, drive west on Highway 108 to Summit Junction, 
as shown 1п Figures 1-2 and 1-3. Figure 1-45 1s a detailed aerial view 
of the area. Extensive road building has destroyed most traces of the 
junction between the eastern leg of the Blakely Railroad’s wye and 
the current railroad. Figure 1-46 looks northwest from the highway, 
across the Puget Sound & Pacific Railroad, to a gate barring 
automobile access to the logging road which originates here. 


Soon after passing the gate shown in Figure 1-46 a side road 15 visible 
on the left. The Blakely grade crossed the present day logging road 
here, as shown in Figures 1-45 and 1-47. In two places along the side 
road, stump barricades prevent motor vehicles from using the old right 
of way. Beyond the second barricade is a well defined fill. 


Several hundred yards north of the gate seen in Figure 1-46, the 
logging road merges with the Blakely grade. Figure 1-48 was taken 
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Figure 1-39 





looking south from a point immediately north of the junction between 
the current road and the railroad grade. Except at Rock Cut Hill, the 
logging road follows the Blakely grade to Cloquallum Creek. It is a 
long walk from Summit Junction to Cloquallum Creek, and some of 
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the grade has been washed out. In 2006, the northwest end of this 
logging road 15 known as the Cloquallum Truck Trail. Later we will 


explore the other end of this segment of the railroad, near Cloquallum 
Creek. 


Immediately southwest of Summit Junction is Stimson siding. 
Located west of the summit of Maxwell Hill, it continues to be used 
frequently by trains traveling from Shelton to Elma. The grade on the 
eastern slope of Maxwell Hill is steep enough that many west bound 
trains must stop in the Kamilche Valley and “double” to Stimson 
siding. Locomotives bring the front end of a train up to the siding and 
then return to the valley for the rear portion. Once both sections have 
ascended the hill, the train is reconstituted, and continues on to Elma. 


In 1913 the Blakely Railroad commenced building the Camp R 
spur, beginning approximately one mile southwest of Simpson (later 
Stimson) siding. Figure 1-12 shows the line. Figure 1-49 1$ an aerial 





Figure 1-45 


Aerial View of Summit Junction 
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photograph of the place where the spur joined the Northern Pacific 
Railroad. ^ faint impression of the right of way can be seen in two 
areas. From Stimson siding drive west on Highway 108 and turn right 
(west) on Elma Hicklin Road. Proceed on Elma Hicklin Road to the 
intersection with Summit Road. Turn right (north) onto McConkey 
Avenue. Look left after passing an emergency air strip. Figure 1-50 
shows the current view looking southwest, along the right of way of 
the spur. Bulldozing occurred here shortly before this picture was 
taken. Prior to that time the grade was clearly seen. 


Now return to Elma Hicklin Road and turn right (west). Stop at 134 
Elma Hicklin Road. The Camp R spur passed over a high trestle 
approximately 0.4 mile to the north. The trestle is shown opposite 
the back cover of this book in a view looking northeast. Figure 1-12 
shows the location of the trestle. In 2006 several pilings were still 
visible from Elma Hicklin Road. 


Continue west on Elma Hicklin Road and then turn right (north) on 
Wildcat Road. Stop where the road turns left at the gate for the Port 
Blakely Tree Farms. Walk north on this logging road, up the hill to 
the place where a second logging road intersects from the left. The 
Blakely grade can be found immediately north of this intersection, 
running diagonally from northeast to southwest, as shown in Figure 
1-12. Farther north Figure 1-51 shows the view looking south in 
section 3 of Township 18 North, Range 5 West, where the current 
logging road joins the old railroad grade. The location is indicated by 
a blue dot in Figure 1-12. 


The region known as Buck Prairie is the next destination. From 
Wildcat Road there 15 no direct way to drive to Buck Prairie using 
public roads. You must return to Highway 101 and proceed north, 
then exit at the first Shelton exit. Drive toward Shelton and turn 
left at the first stoplight, which 1s Arcadia Avenue. Follow Arcadia 
Avenue west until its termination at Lake Avenue, and turn left. As 
you drive west on Lake Avenue the highway becomes Cloquallum 
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Road. Cloquallum Road passes two entrances to Lost Lake (on the 
right) and then intersects with Bulb Farm Road (on the left). Figure 
1-52 shows the place where Bulb Farm Road leads to a branch of the 
Blakely Railroad. Figure 1-53 1s a modern aerial photograph showing 
the branch line leading east, on the south side of Bulb Farm Road. 
Unfortunately the name of this branch line remains undiscovered. 
A spur from this branch crosses Cloquallum Road approximately # 
mile west of the intersection with Bulb Farm Road. 


Continue west on Cloquallum Road and turn left on Old Cloquallum 
Road. Go 150 yards and turn right (south) on Cloquallum Truck Trail. 
As you drive south you will cross Cloquallum Creek. Approximately 
0.33 mile south of Old Cloquallum Road you will find that passage 
along the Truck Trail is barred by a logging company gate. South 
of the gate the Truck Trail merges with the Blakely grade, and can 
be followed southeast to Stimson siding. The previously described 
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branch to Bulb Farm Road can be found as it diverges from the main 
line, several hundred yards south of the gate. 


Return to Cloquallum Road and drive west to 12689 Cloquallum 
Road. Al Coleman lives here, оп the north bank of Cloquallum 
Creek. The main line of the railroad crossed the creek approximately 
150 yards south of his house, at the same place where the Cloquallum 
Shingle Mill (see Figure 1-14) was located. The mill was on the south 
side of the creek. Figure 1-54 shows a stencil used by the mill to 
mark bundles of shingles. Mr. Coleman found it on his property and 
displays it in his workshop. 


Continue west on Cloquallum Road and turn right (north) on Highland 
Road. After making the turn, look back (south) toward Cloquallum 
Road. Figure 1-55 shows where the Camp M spur crossed what is now 
Cloquallum Road. North of that point, Highland Road was built upon 
the Camp M spur. Although this segment of track was the last one 
used for logging by the Blakely Railroad, its exact location remained 
obscure until Peter J. Replinger located it by means of an article in the 
26 July 1928 Mason County Journal. “Several families have moved 
in old Camp M near James Soran, where a tie mill 1$ run by Mr. Roush 
and Ci Devenny." Mason County Lien Book # 3, page 495, located 
the tie mill “near the section line between the southeast quarter of 
section 10 and the northeast quarter of Section 15 in Township 19 
North, Range 5 West". 


While driving north on Highland Road, the entrance to a logging 
road 15 visible, on the right, approximately 200 yards before reaching 
the site of Camp M. The logging road merges at its first bend with a 
branch of the Camp M spur which, if followed for approximately 0.33 
mile, leads to the well defined railroad cut shown in Figure 1-56. 


Figure 1-57 is an undated photograph courtesy of Peter J. Replinger. 
It was taken looking south toward Camp M. The curved track is now 
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Stencil from Cloquallum Shingle Mill 





Camp M Spur at Cloquallum Road E 





occupied by Highland Road. The log car, with the name “Blakely” 
visible, 1s spotted on the branch line leading from Camp M to the 
Fern Lake shingle mill (see Figure 1-14). Figure 1-58 1$ a recent 
photograph of the same area. 


In 1915 the Camp M spur was extended along an abandoned Western 
Washington Logging Company grade in the southern part of Section 
2, Township 19 North, Range 5 West. When logging was completed 
here, the era of logging started by the Port Blakely Mill Company 
came to an end. 


Return to Cloquallum Road and turn right (west). As you drive past 
the Buck Prairie store, and farther west, you will be on the main line of 
the Blakely Railroad. Figure 1-59 was taken in approximately 1916 
and comes from Peter J. Replinger. It shows Engine £ 1 (an older 
Shay) leading Engine # 5 (a new Climax) through Buck Prairie. 


As Cloquallum Road nears Lake Arrowhead (called Simpson Lake in 
1900) it makes a gentle curve to the south. Here Cloquallum Road 
follows the Herman branch of the Blakely Railroad (see Figure 1-9). 
The 1909 timber cruise of Mason County, reproduced in Figure 1-60, 
shows that an additional spur was added to the original Herman branch 
of the Puget Sound & Grays Harbor Railroad and Transportation 
Company. It led down the west side of Stump Lake as far as the 
border with Grays Harbor County, and had been surveyed (see page 
12) in 1902. Figure 1-61 shows Stump Lake as seen by looking east 
from the Blakely grade. 


After exploring the Herman branch, reverse direction and drive north 
along Cloquallum Road. Figure 1-62 shows the view looking north 
from a point 300 feet south of the mailbox for the residence at 14218 
Cloquallum Road. It seems likely that this grade was also part of 
the 1902 survey. It led to the main line built north to Matlock in 
1896. It also crossed the 1894 main line (shown in Figure 1-9) on 





the northeast side of Lake Arrowhead. Figure 1-63 shows the view 
looking north along the same grade as shown in Figure 1-62, farther 
north, immediately south of Satsop Cloquallum Road. 


Between 1894 and 1896, the main line west of Sol Simpson's sawmill 
(located at the north end of Lake Arrowhead) was abandoned. 
Resume touring that part of the railroad at the junction of Cloquallum 
Road and Satsop Cloquallum Road. When driving drive west on 
satsop Cloquallum Road you are on the pre-1894 main line as far as 
the western end of Lake Arrowhead. Where the road begins to curve 
south, the Puget Sound & Grays Harbor Railroad and Navigation 
Company track continued farther west before beginning its own 
gentle curve to the southwest. Construction of the Lake Arrowhead 
community erased much of the old roadbed. Figure 1-64 1s a modern 
aerial photograph which shows the course of the railroad. An easily 
identifiable cut (not shown here) can be seen behind the mobile home 
located at 332 Hama Hama Drive. А view of this residence from 
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Figure 1-57 Camp M, Blakely Railroad, View to the South at Location of Fig 
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Hama Hama Drive 15 shown in Figure 1-65. 


Drive farther along Satsop Cloquallum Road to 2518 Satsop 
Cloquallum Road. Figure 1-66 is an aerial photograph of the area. 
The property on the north side of the road is owned by Larry Stevens. 
He recalls that years ago the railroad grade was visible 50 feet beyond 
the pump house shown in Figure 1-67. The photograph shows the 
view looking north from the Stevens house. 


Farther southwest the grade crossed Ping Pong Creek and then 
continued southwest, congruent with today's Satsop Cloquallum 
Road. Here a piece of old railroad tie was found in the ditch, next to 
the road. The wood 15 propped against the yellow road sign shown 
in Figure 1-68. This photograph looks southwest along Satsop 
Cloquallum Road. The arrow indicates where the old railroad grade 
turns west as it diverges from Satsop Cloquallum Road. 
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some of this part of the abandoned Puget Sound & Grays Harbor 
Railroad and Transportation Company grade was reused years later 
when the Elma Shingle Company built a mill here. The mill is shown 
in Figure 1-69, which comes from the 1909 Mason County timber 
cruise of Section 24 of Township 19 North, Range 6 West. The 
shingle company laid rail on two miles of old grade, and called its 
line the Ping Pong Railroad. It had one locomotive and operated from 
1910 until 1916. The mill was located 150 feet beyond the tip of the 
arrow in Figure 1-68. 


Next we will explore the line built in 1896 from Lake Arrowhead 
to Matlock. Return to Lake Arrowhead and turn left (north) on Star 
Lake Drive. Star Lake Drive was built on the former main line of 
the Blakely Railroad over a distance of more than one mile, north of 
satsop Cloquallum Road. Figure 1-70 shows the place where Star 
Lake Drive turns west, at the Star Lake Community Center. Here the 
Blakely grade continues straight ahead, to the north. 


A drive around Star Lake (formerly known as Lystair Lake, and also 
Cheadle's Lake) brings you to 2450 Star Lake Drive, where the county 
road ends. At this address Figure 1-71 shows the view looking east, 
with the Blakely grade running north and south immediately beyond 
the visible gate. Figure 1-72 was taken looking north, from a position 
east of the gate. 


Although most of the railroad's grade between Star Lake and Matlock 
is still used by logging roads, there are some places where the line has 
reverted to woodland. To continue the tour, return to Highland Road 
and drive north to Shelton Matlock Road. Turn left (west) and drive 
to Matlock. At Matlock turn left (south) on Matlock Brady Road. As 
you drive south you will be on the Blakely grade. Figure 1-73 was 
taken looking south and shows Matlock Brady Road veering to the 
right (southwest) while the Blakely grade continues straight ahead. 


Reverse direction and drive north toward Matlock. Figure 1-74 is 
a circa 1900 photograph which appeared in Green Commonwealth, 
by Stewart Holbrook. The view 15 of Matlock from the south, as it 
appeared when the Blakely Railroad maintained engine houses, a 
machine shop, and a blacksmith shop there. These structures can also 
be seen in Figure 1-10. Figure 1-75 1$ a contemporary picture from 
approximately the same spot. 


Matlock is the jumping off point for exploring the northernmost part 
of the Blakely Railroad. Figure 1-10 shows this region in 1899. 
Figure 1-76 comes from the 1909 timber cruise of Mason County and 
shows the same area. In 1909 the Blakely Railroad maintained its 
main line through Matlock, but utilized it only as a connection with 
the Peninsular Railway Company. The connection used the original 
Blakely grade to Camp 3 (not Cole's Camp 3) located immediately 
northeast of Matlock. In 1909 the Port Blakely Mill Company was 
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finished logging its timber north of Matlock. However, the Peninsular 
Railway Company was building west, and had constructed its new 
main line across the old Blakely grade north of Matlock. West of that 
crossing the Peninsular Railway Company used the Blakely branch 
line to Camp 4 (see Figure 1-10) to reach Frisken Wye. By 1909 a 
roundhouse had been constructed at the wye, as shown in Figure 1-76. 
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Sol Simpson's 1899 Headquarters Camp is also shown in Figure 1-76. ggg 
In 1909 the grade to the camp was used as a wagon road. Northwest ar Lake Drive 
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of the Headquarters Camp the grade leading to Camps 5 and 6 was no 
longer in use and a new forest was emerging. 


Reaching Camp 4 and Frisken Wye from Matlock requires driving 
southwest on Matlock Deckerville Road, which soon turns into 
Deckerville Road. Approximately 3.3 miles west of Matlock, turn 
right (north) оп Frisken Wye Road. Travel north about % mile and 
cross the abandoned Simpson Timber Company Railroad. Before 
simpson ownership, this abandoned grade was operated by the 
Peninsular Railway Company. |n 1899 it was used by the Blakely 
Railroad to reach Camp 4. 


Curve left (west) after crossing the Simpson grade and follow the 
road to Frisken Wye. Figure 1-77 shows the view looking west at 763 
Frisken Wye Road. The eastern leg of the wye curves to the right. 


Return to Matlock and turn left (north) on Beeville Road. ВееуШе 
Road occupies the Blakely grade leading to the various locations of 
simpson Logging Company Camps 3, 4, 5, and 6. The spur to Camp 
3 (and the connection to the Peninsular Railway Company) separates 
from Beeville Road approximately 0.4 mile north of Matlock. A 
modern logging road leads directly north at that point, but the spur to 
Camp 3 curved to the northeast. Although the spur can no longer be 
found, it appears in the 1935 map shown in Figure 1-78. 


In 1932 the Peninsular Railway Company built a new segment of 
track, west of Beeville Road, and abandoned part of the right of way 
acquired from the Blakely Railroad. Figure 1-79 illustrates the change. 


Continue driving north on Beeville Road and turn left (west) at 
the driveway for the residence at 547 Beeville Road. This will 
lead to the place where the Blakely grade was met, and then used 
(farther west, until 1932) by the Peninsular Railway Company. 
Figure 1-80 shows the view looking west at this junction. 
Simpson’s abandoned grade, built in 1932, 15 straight ahead. 
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Fi gure 1-77 Frisken Wye 


Figure 1-78 
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Drive farther north on Beeville Road, along the old 
Blakely grade. The road curves right as you enter Section 
34 of Township 21 North, Range 6 West. Where the road 
curves, the Blakely line to Camps 5 and 6 continued 
straaght ahead, with Simpson's Headquarters. Camp 
located near the curve. 


Beeville Loop Road 15 seen on the left, intersecting with 
Beeville Road, approximately > mile north of the curve. 
Turn left here and drive approximately | mile to rejoin 
the Blakely grade to Camps 5 and 6. The right of way to 
these two camps crossed Rabbit Creek and then followed 
the Middle Fork of the Satsop River to the north. 


Return to Beeville Road and continue north. At the 
junction with the northern end of Beeville Loop Road 
(on the left) the road straight ahead leads to Camp 5 
(Grisdale's) while a left turn takes you to Camp 3 (Cole's). 
This concludes the tour of the Blakely Railroad. 


In an era of abandonment of America's railroads, it 
is reassuring to know that most of the original part of 
the Blakely Railroad remains in active service. From 
Kamilche to Montesano, trains have operated for more 
than 115 years. Over the years many company names 
have appeared in livery on locomotives seen along this 
right of way. Figure 1-81, courtesy of Peter J. Replinger, 
was taken at Kamilche. It shows the third locomotive 
on the Blakely Railroad roster that was numbered 7 1. 
Continuing this tradition, Figure 1-82 shows the engines 
of a west bound Puget Sound & Pacific Railroad freight 
train as they labored east of Stimson siding in the fall of 
2003. Ingenuity and innovative business practices allow 
the Puget Sound & Pacific Railroad to operate over a 
large portion of the original Blakely Road. 
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Fredson Brothers Logging Company 





The founders of the Fredson Brothers Logging Company were part of 
a family that played a large role in the early history of Mason County. 
Arthur M. Fredson and Frank Fredson organized the business. Both 
were sons of Mark Fredson. The elder Fredson scaled logs for Sol 
simpson in the late 1880s at Kamilche, the terminal of the Puget 
Sound & Grays Harbor Railroad and Transportation Company. 
Another of Mark's sons, Edgar, was not associated with the Fredson 
Brothers Logging Company, although he too was in the timber 
business. In 1906, Edgar and his partner, W. D. Forbes, incorporated 
the Sound Logging Company, located in Mason County. 


Fredson Brothers Logging Company was incorporated at Shelton on 
7 June 1905. Supplemental Articles of Incorporation were filed 15 
October 1906. The latter document revealed that A. B. Govey and 
Mark E. Reed had become stockholders. Frank Fredson no longer 
held a share of the business іп 1910, when Reed, A. б. Cushman, С. 
I. Pritchard, and Arthur M. Fredson each owned one quarter of the 
company. Although operated independently, the Fredson Brothers 
Logging Company worked closely with the Simpson Logging 
Company. After 1923, the Fredson operation became a subsidiary of 
simpson Logging Company. In 2006, the Simpson Timber Company 
Archives contain most of the surviving records of the Fredson 
Brothers Logging Company. 


The railroad built by the company illustrates how the availability 
of more powerful locomotives affected the design and construction 
of timber carrying railroads, in the era just before companies began 
converting to truck logging. The earliest Fredson grades were built on 
relatively flat ground. Few segments of track required hauling loaded 
log cars uphill. In the four years before the Fredson Brothers Logging 


Company Railroad was abandoned (іп approximately 1925) track was 
laid in the hills north of the Kamilche Valley, in terrain containing 
adverse grades that had previously been thought inaccessible by rail. 


Peter J. Replinger’s submission to Tall Timbers Short Lines (# 76, Fall 
2004) 1s an excellent source of information about the Fredson Brothers 
Logging Company. The article traces the origin of the company's 
railroad, before 1905, to a three mile tram road operated by James 
Swan and Daniel Munroe. Swan and Munroe used horses to drag logs 
(from Sections 5 and 8 of Township 19 North, Range 3 West) to a dump 
near Kamilche, on the north side of the head of Little Skookum Inlet. 


The 22 September 1905 edition of the Mason County Journal reported 
that ^A. M. Fredson has recently concluded a deal with Swan and 
Munroe for their camp near Kamilche, and has a crew of men at work 
laying new track and making other improvements to handle a larger 
business." 


In 1907 the Fredson Brothers Logging Company Railroad was three 
miles long and had purchased a secondhand Shay locomotive built 
in 1888. In the ensuing years, the company owned three more Shay 
engines. Figure 2-І is from the Peter J. Replinger collection and 
shows the company's second engine in 1919. This locomotive 15 also 
illustrated 1n this chapter. Figure 2-2 comes from the 1909 timber 
cruise of Mason County. By that time the railroad had been extended 
north toward Lake Isabella. Figure 2-3 is an aerial photograph 
showing the modern location of these portions of the line. 


After cutting timber in the relatively flat country between Little 
Skookum Inlet and Lake Isabella, the Fredson Brothers Logging 
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Company began the challenging task of harvesting hilly timberland 
northwest of Kamilche. Тһе company obtained permission 
(Washington Utilities апа Transportation Commission Case # 4502, 
dated 10 September 1917) for its railroad to cross the Olympic 
Highway. Nowadays the crossing point is located where Fredson 
Road and Ryan Road meet at Highway 101 (the successor to Olympic 
Highway). 


Figure 2-4 1s part of a hand drawn map found in Folio 14, Box 87, 
of the Simpson Timber Company Archives. Presumably the map 
was made іп 1923. Timberland cut in 1921 15 colored purple, while 
that harvested іп 1922 appears іп a yellow hue. Standing timber 15 
designated with a blue-green color, and represents the last area where 
the railroad operated. Notation on the map states that ^We are now 
(Jan. 24) Logging at Head Spar (unreadable) in Corner of Sec. 14. 
Five Back Spars will come in at this Landing". 


It is likely that the camp shown in Figure 2-4 was established in 
1917, as soon as the railroad was built across Olympic Highway, and 
remained in use until the company's logging activity ended. At least 
one other major line of track was serviced by this camp. In Figure 2-4 
the large Xs in Sections 20, 21, 22, 27 and 29 represent harvested land, 
reached previously by a right of way not shown on this map. 


That prior right of way is seen in Figure 2-5. Designated as "Phillips 
Map of Fredson Logging Company", this undated map 15 also part of 
Folio 14, in Box 87 of the Simpson Timber Company Archives. The 
grades shown by the map were used to access timberland acquired 
from the Tacoma Mill Company on 21 February 1920 (see Mason 
County Deed Book 36, page 440). 


At approximately the time the Fredson Brothers Logging Company 
ran out of harvestable timber, and abandoned its railroad, the Northern 
Pacific Railroad sought to extend its Summit Branch (which at that 
time terminated at Stimson Siding, see Figure 1-2) into Shelton. Part 





ofthe right of way ofthe Fredson Brothers Logging Company Railroad 
was used in the construction of the Shelton extension. Mason County 
Deed Book # 45, page 12, dated 12 November 1924, transferred a 
right of way 100 feet wide, from Fredson Brothers Logging Company 
to the Northern Pacific Railroad, “as staked out and to be constructed 
over and across the southwest quarter of the southwest quarter of 
Section 5 of Township 19 North, Range 3 West". 


Archie “Sharkey” Daniels was interviewed by Peter J. Replinger in 
1972. Daniels was born in Canada in 1904 and worked as a brakeman 
for the Peninsular Railway Company as early as 1920. He declared 
that “Simpson’s 6-spot and track laying machine were used to pull up 
the Fredson Brothers Logging Company Railroad just before it was 
abandoned. At this time the NP had just constructed their railroad to 
Shelton (but had not as yet started operating over it), so Simpson's 
construction crew used the NP line to reach the Fredson Railroad 
which, at the time of abandonment, extended all the way to the 
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Figure 2$ — Lynch Road 
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View North toward Lynch Road. 
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Figure 2-7 
Figure 








Maxwell Hill, parallel to the present highway, up the hill, on the north 
side of the NP line." 


А good place to begin a tour of the railroad is at the log dump on 
Little Skookum Inlet. From Highway 101 drive east on Lynch Road. 
Immediately after crossing the Puget Sound & Pacific Railroad, 
Lynch Road climbs through a cut. Figure 2-6 looks southwest from 
the north side of Lynch Road toward a driveway leading up to the level 
of the old railroad grade. Walk south along the grade as it descends 
toward Little Skookum Inlet. An unnamed creek will be on your right 
(west) side. To see the scene displayed in Figure 2-7, turn and look 
north about 200 yards south of Lynch Road. 


Near Little Skookum Inlet the right of way curves to the east. Figure 
2-8 shows the view east approximately 200 feet west of the log dump. 
Figure 2-9 is a photograph taken by Peter J. Replinger of the remains DC wa Ca АУ ТУАТЫН "eme pas 
of the dump in 1970. Figure 2-10 shows the same place in 2006. Figure 2-10 2006, 7" Тш 
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Figure 2-1 D | "SS SW E Fredson Brothers Log Dump from North Shore of Little Skookum Inlet 
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Both pictures were taken looking east. Figure 2-11 was taken when 
the dump was operating and also 1s courtesy of the collection of Peter 
J. Replinger. The picture looks west from the north shore of Little 
Skookum Inlet, approximately 200 feet east of the spot where Figures 
2-0 and 2-10 were taken. 


As you climb back up along the grade toward Lynch Road, consider the 
tram road built by Swan and Munroe. No paper record of its location 
could be found, but the contour of an excavated area north of Lynch 
Road suggests that the tram road followed the creek immediately west 
of the grade built (later) by the Fredson brothers. Figure 2-12 displays 
the view looking south along this cut at a place shown in Figure 2-13, 
a modern aerial photograph of the area. 


North of this man-made cut, follow the Puget Sound & Pacific 
Railroad farther, in the direction of Shelton. For several years after 
1924 the Northern Pacific Railroad utilized a portion of the old 
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Figure 2-13 Location of Cut 








Fredson grade as a siding. This was the “doubling spur" seen in 
Figure 2-3. A heavy train bound for Shelton would stop here, where 
it was divided. After pulling the first half of the train up the hill to the 
north, the locomotive returned to the spur and picked up the remaining 
part. At the top of the hill both portions of the train were reconnected 
and brought into Shelton. In the 1980s, ties remained in the ground 
to mark the location of the siding. Although the ties had disintegrated 
by 2006, the right of way could still be recognized. Figure 2-14 looks 
northwest at the northern end of the *doubling spur", from the east 
side of the Puget Sound & Pacific Railroad. 


Resume walking northwest. After crossing the track of the Puget 
Sound & Pacific Railroad, the Fredson right of way continues in a 
northwest direction. Turn back and look southeast to see the grade 
shown in Figure 2-15. Continuing west, the grade began a slow curve 
to the southwest and can be followed all the way to Ryan Road. Review 
Figure 2-2, which demonstrates that in 1909 the railroad extended for 
a short distance along what has since become Ryan Road. Figure 2-16 
shows the view looking east at 382 Ryan Road. 


In 1909 most of the timberland being logged by the Fredson Brothers 
Logging Company was located north of Ryan Road. Figure 2-17 traces 
the course of the railroad through modern housing. Northwest of this 
developed area Figure 2-18 reveals a footprint of the old logging line 
in a photograph taken looking southeast toward the residence at 333 
Evergreen Drive. Farther north and west, one part of the right of way 
is now a logging road, and can be followed as far north as Craig Road. 
Another portion crossed to the west side of what are now Highway 
101 and Golden Pheasant Road, to enter the housing area south of 
Delight Park Road. Figure 2-19 displays these grades. 


Drive south to the place where Ryan Road, Fredson Road, and 
Highway 101 come together. Turn right and travel west on Fredson 
Road. After 1917 the Fredson Brothers Logging Company established 
a camp west of the place where Fredson Road presently terminates. 
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Figure 2-17 


View East at 382 Ryan Road 
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Nowadays a dirt road leads west from the end of the county road, 
passing through private property to the camp site. 


Most of the grades built from this camp between 1917 and 1920 
remain undocumented. The rights of way south and west of the camp, 
built after 1920, are difficult to access. Most entry points are gated, 
and the topography of logging roads in this region challenges a hiker's 
stamina. The grades built after the company made its purchase of 
timberland from the Tacoma Mill Company іп February, 1920, are 
depicted Figure 2-5. Figure 2-20 can be used to find locations where 
Figures 2-21 through 2-24 were photographed. 


Figure 2-21 looks southwest as the right of way ascends a hill, east 
of the position of several power lines. Farther west and south, after 
passing under the power lines, Figure 2-22 gives a glimpse of the 
Puget Sound basin іп a photograph taken looking east. Continue Ё : амал HE sec 7-2 V TEE 

south and west to the place depicted in Figure 2-23, where the railroad [TEE 2- 21 View toward the БҮБҮ 
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split into three segments. Follow the branch to the right (west) which 
leads to the system of track that extended southwest toward Maxwell 
Hill. 


Approximately 100 yards west of the place where the photograph 
shown in Figure 2-23 was taken, Figure 2-24 looks west, where the 
current logging road descends to the southwest (left). The railroad 
grade maintains its elevation on the hill as it continues straight ahead. 
As the old grade is followed west, it eventually reaches a place where 
erosion on the steep hillside has almost eradicated it. No doubt this 
is why the logging road seen here was built on ground more resistant 
to washouts. 


Farther southwest, Figure 2-25 represents the position of the Fredson 
Railroad on a modern aerial photograph. Few remnants of these 
grades could be found on 1946 aerial photographs commissioned 
by the Simpson Timber Company. However those pictures showed 
evidence of recent truck logging in the same areas where the railroad 
had been located. Undoubtedly later logging erased many traces of 
the earlier railroad. 


Figure 2-26 is a closer look at Section 22 of Township 19 North, 
Range 4 West. Remnants of grade can be found in the region marked 
with a blue dot. 


Now consider the segment of track constructed by the Fredson Brothers 
Logging Company as shown in Figure 2-4. That map shows timber cut 
in 1921 and 1922, as well as the proposed 1923 harvest. The location 
of this right of way on a modern aerial photograph, as well as the 
places where Figures 2-28 through 2-37 were photographed, 1$ shown 
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Figure2-28 Along Fredson Road 
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Figure2-30 View toward the Northeast 


Of; 
LUE n 
< M < 


oa. S ү 41417 0 ( 
E \ қ NN «ко Mr MUM Hy, 
UNIO \\ ; 


| = ` ` 


зы. D NT 
i беу? At 


А 0. 


SN 


Е у 
ұл d УА 7% 


= 
v 


и f (aM 
pen г 7, / { " 
` а ure v , TAE x fits 
агыс; x 5 AES 4 1 
я S - TE f 


SPs) „3 


Figure 2-31 = North of Little Creek Rock Q arty Figure 2-32 View NE toward the Quarry 
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in Figure 2-27. The grade curved to the southwest from Fredson Road 
at the place occupied now by the driveway for the residence at 141 
Fredson Road. The driveway is seen in Figure 2-28, which looks 
southwest from Fredson Road. Farther south the railroad curved 
west to pass south of the residence at 231 Fredson Road. Figure 2-29 
pictures some of the grade at that address, in a view to the east. 


Slightly farther south and west, Figure 2-30 shows the view looking 
northeast, with the home at 231 Fredson Road visible 1n the distance. 
Continuing south along the grade, Figure 2-31 displays a spur still 
used as a logging road, in a photograph taken looking northeast. 


As you walk farther south, the path of the railroad begins to curve 
southeast, and passes through the Little Creek Rock Quarry. After 
crossing a stream on the west side of the quarry, the right of way 
meanders toward the south. Figure 2-32 looks northeast, toward the 
rock quarry, from the west side of the stream. 


South of this point it is easiest to access the grade from Highway 
108. A service road for power lines climbs a steep hill, on the north 
side of the highway, immediately west of Little Creek Casino. Figure 
2-33 was taken from the southeast side of Highway 101, south of 
Kamilche, directly under the several power lines. The view is to the 
northwest, and demonstrates the course of the railroad on the hill. The 
actual grade cannot be seen from this vantage point, but the red arrow 
indicates the position of the grade, slightly downhill from a ledge 
immediately above the right of way. 
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Figure 2-34 was taken while standing under the largest of the power 
lines. The view 15 toward the northeast. Follow the grade to the 
northeast for approximately 200 feet and turn around. At that point, 
Figure 2-35 looks southwest, back toward the power lines. А stream 
flows in the cut used formerly by the railroad. 


West of the power lines the grade used a trestle to cross a gully. A 
logging road allows one to walk southwest, on an elevation above the 
old grade. Eventually it 15 possible to look down and see the right of 
way revealed in Figure 2-36, a view looking southwest approximately 
200 yards west of the power lines. To find remnants of the grade 
farther west, it is convenient to use the logging roads seen in Figure 2- 
25. Figure 2-37 was taken looking southeast across one of these roads 
which, farther south, occupies the western arm of the loop of right of 
way seen in Figure 2-27, in the southwest quarter of Section 13. The 
abutment identified here was at the west end of a trestle which carried 
track over a stream seen in the lower part of the picture. Farther 
east the right of way crossed a ravine as it made a curve to the right. 
Eventually it headed south along the eastern arm of the loop to link up 
with the rest of the grade shown in Figure 2-4. 


The Fredson Brothers Logging Company Railroad was a beehive of 
activity for twenty years, but nowadays tranquility reigns where the 
line operated. Figure 2-38 captures a peaceful scene in 2006, at the 
log dump on Little Skookum Inlet. 
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During the period of railroad mania in south Puget Sound, three 
distinct organizations expressed interest in constructing a line at 
the head of Totten Inlet. Active planning for a railroad at Oyster 
Bay occurred at various times between the early 1880s and 1906. 
While the first of these lines existed only on paper, the latter two 
railroads were operational at separate periods іп time. 


The first proposal was set forth as early as 1881. Around that time 
the land office of the Northern Pacific Railroad was selling property 
acquired as a result of building its transcontinental railroad. One 
parcel at Oyster Bay was described in Mason County Deed Book # 1, 
page 301. The document discusses a mortgage on the property dating 
from | June 1881, and mentions that the Northern Pacific Railroad 
reserved a right of way 400 feet wide for either a main or a branch 
line. All thought of construction had vanished by 28 November 1896 
when the receivers of the Northern Pacific Railroad signed a quit 
claim deed (Mason County deed Book 5, page 548) releasing the 
right of way to Richard Sandham, who owned the property at that 
time. No survey for this Northern Pacific Railroad right of way has 
been found, but the logical course for the line would have been along 
Kennedy Creek. 


A second proposal was made in 1894 when Mark Draham built a 
logging railroad at Oyster Bay. More than a decade later the Libby- 
Hay Company constructed the last of the railroads to reach Puget 
Sound at the southern end of Totten Inlet. 


H. A. Libby and W. W. Hay incorporated the Libby-Hay Company in 
Seattle on 6 August 1906. Beginning in 1907 the company operated 





a short logging railroad along Kennedy Creek, with a terminal at 
Oyster Bay. While most of the line was in Mason County, it crossed 
into Thurston County for a short distance. Figure 3-1 comes from a 
1929 Metsker Map of Mason County, Washington. It was found in 
Olympia at the Washington State Library. The railroad’s right of way 
was added after the map was produced, probably by someone with 
personal knowledge of the history of the area. 


Part of the Libby-Hay Railroad utilized a right of way constructed 
in 1894 by Mark Draham, who harvested timber near Oyster Bay 
until 1895. Draham returned to south Puget Sound in 1910 when he 
organized the Mud Bay Logging Company at the lower end of Eld 
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eem 3-2 Libby-Hay Company Railroad, 1909 Mason County Timber Cruise 


Inlet. Please see Chapter 5 for additional information about the Mud northeast and northwest quarters of Section 32 of Township 19N, 
Bay Logging Company. Range 3W. The right of way was 25 feet wide and lay east and 
north of the county road “at the head of Oyster Bay". The document 
After 1895 a series of people owned the land Draham had used. Оп allowed the Libby-Hay Company to construct а rollway and landing. 
] September 1907 the Libby-Hay Company bought a right of way Тһе right of way was “to extend from the county road at the point 
over the property. The transaction was recorded in Thurston County where it is crossed by an old logging road in a straight line, or nearly 
Miscellaneous Book # 19, page 64. The parcel involved was in the ав practical, to the point on the tide water where the rollway shall be 
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constructed." The term of the agreement was for two years. Tax and 
deed records suggest that the railroad extended into Thurston County 
only as far as the northwest quarter of Section 6 of Township 18N, 
Range 3W. The 1908 and 1909 property tax for that parcel was levied 
against one K.W. Hay. 
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Modern Aerial Photograph of Oyster Вау 
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The geography at Oyster Bay had been altered significantly by 
construction of Highway 101, which 15 located east of the place 
where the county road was sited іп 1907. Nowadays “Old Olympic 
Highway” 15 the official postal address for homes located on the old 
road. When the road was paved it was also reconfigured at Oyster Bay 
in order to reduce a sharp curve. 








Figure 3-2 15 a composite view of Sections 31 and 32 of Township 
19N, Range 3W and was taken from the July, 1909 timber cruise of 
Mason County, Washington. The railroad and the rollway at Oyster 
Bay are easily seen. The company's camp 15 also shown in the lower 
left corner of the map, immediately north of the boundary between 
Mason and Thurston Counties. The camp was situated on a plateau 
of land west of Kennedy Creek. At the time this map was made, 
Kennedy Creek was known as Simmons Creek. It was named for 
Marion Simmons, who resided at Oyster Bay before 1900. 


Figure 3-3 1s an aerial photograph taken in the 1940s after the Olympic 
Highway had been built. The outline of the rollway can still be seen 
and a faint trace of the railroad right of way remains where it crossed 
what had become the Olympic Highway. 


Figure 3-4 15 a modern aerial photograph taken after Highway 101 
was completed. Тһе rollway was buried by construction of the 
modern highway. However, the grade 1$ still visible on the east side of 
Old Olympic Highway immediately north of Kennedy Creek, where it 
serves today as a driveway. West of that location a logging road uses 
the old grade as it crosses under several power transmission lines. 
Approximately 100 yards southwest of the power lines the railroad 
grade leaves the logging road (which turns north) and continues in a 
southwest direction on the north side of Kennedy Creek. 


At the present time there 15 no public access to most of the area where 
this railroad existed. This 15 unfortunate as the scenery along nearby 
Kennedy Creek 15 quite beautiful. 
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The McCleary Railroad and the Puget Sound & Chehalis Railroad Company 
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The McCleary Railroad 





In my previous book, Gone But Not Forgotten, Abandoned Railroads 
of Thurston County, Washington, the chapter devoted to the railroad 


owned by the Henry McCleary Timber Company described that line 
in Thurston County. More information came to light when research 
on this railroad was expanded into Grays Harbor County. The result 
amplifies and clarifies the story of this logging railroad in both 
Thurston and Grays Harbor Counties. 


Briefly summarizing information from Gone But Not Forgotten, 
Abandoned Railroads of Thurston County, Washington, the Puget 
Sound & Chehalis Railroad Company was organized in November 
of 1888. Construction began shortly thereafter. It was a standard 
gauge logging railroad which originated at a log dump on the west 
side of the southern end of Eld Inlet. A series of switchbacks were 
used to climb the hill immediately west of the log dump. Farther west, 
the railroad generally followed a course now paralleled by Highway 8. 
“Chehalis” appears in the name of the railroad because Grays Harbor 
County was called Chehalis County when this line existed. In 1905 
Henry McCleary acquired this railroad, along with associated real 
estate, and integrated these properties into his personal empire. 


On the last day of 1941 Henry McCleary sold his entire business to 
the Simpson Logging Company. A search of the McCleary section 
of the Simpson Timber Company Archives provided Figures 4-1 and 
4-2. These two undated maps (Simpson file numbers 565-6 and 565- 
7) detail the Thurston County route of the Puget Sound & Chehalis 
Railroad Company. They also show the vast tracts of land owned 
before 1900 by the Northern Pacific Railroad Company, as indicated 
by *N. P. R. R. Co.". Between 1900 and 1903, Frederick Weyerhaeuser 
of the Weyerhaeuser Company bought all of this real estate. 


Clearly, priorto 1900,the Puget Sound & Chehalis Railroad Company 
line extended as far west as Section 9 of Township 18 North, Range 
4 West. Additional confirmation of the western extent of the railroad 
comes from Thurston County deed and tax records. These show that 
between 1888 and 1900 the logging railroad owned land in Section 10 
(1mmediately east of Section 9) of the same Township and Range. 


Henry McCleary's plan to build a logging railroad east from the 
town of McCleary was revealed by an article appearing in “Тһе Elma 
Chronicle" on 7 June 1905. “Оп application of the Henry McCleary 
Company, it is hereby ordered (by the County Commissioners) that 
said company be given permission to occupy a part of the road known 
as the Mox Chehalis Road in Section 17, Township 18 North of Range 
4 West, for a right of way for their railroad, the said company to 
maintain suitable crossings and construct their said railroad a distance 
of 30 feet from the traveled road." When completed, this initial 
portion of the McCleary Railroad was sited less than one half mile 
from the western end of the older Puget Sound & Chehalis Railroad 
Company line, as it is shown in Figure 4-1. 


Ownership of the Puget Sound & Chehalis Railroad Company 
changed several times in the years before Henry McCleary bought it 
from the Wolverine Company on 28 November 1905. Subsequently 
McCleary integrated the older railroad, through portions of Sections 
10 and 11, into his new line. The McCleary Railroad was built in 
standard gauge, making it compatible with a connection via a spur 
to the Northern Pacific Railroad. This spur originated at Summit, 
immediately north of the town of McCleary. Thus McCleary’s mill 
was able to ship finished products by rail via the Summit connection. 
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Consequently the log dump оп Eld Inlet and the eastern part of the 
older railroad (through previously harvested timberland) were of no 
value. Both were abandoned. 


Figure 4-3, from a 1904 Thurston County timber cruise, makes it 
clear that when McCleary laid rail in Sections 10 and 11 of Township 
18 North, Range 4 West, track had already been removed to a point 
as far east as a logging camp in the northeast quarter of Section 19 
of Township 18 North, Range 3 West. This camp had been the 
headquarters for previous logging operations farther west along the 
railroad. The J. S. Jameson Logging Company was still using the 
camp in late 1904 and early 1905 while cutting timber immediately 
northeast of the camp and in the southern half of Section 19. Jameson 
also operated the railroad, as reported in The Olympia Daily Recorder 
on 11 December 1905. 


"BIG LOGGING ROAD SOLD - Old Jameson Road From Head 
of Mud Bay and Timber Holdings Transferred by the Wolverine 
Company, Seattle, to Henry McCleary. - The Wolverine Company 
of Seattle, the owner of the Jameson and old Mosher & McDonald 
logging works and the logging railway locomotive and cars used in 
connection, has sold the property including the remaining timber land 
holdings to the Henry McCleary Company. . .” 


Here is a good place to consider questions left unanswered in Gone 
But Not Forgotten, Abandoned Railroads of Thurston County, 
Washington. Keeping in mind that the readily available timber near 
the Puget Sound & Chehalis Railroad Company right of way had 
already been harvested, why did McCleary want to own this railroad? 
We can only speculate about what his long range plans were, but an 
article in the 24 March 1906 Elma Chronicle may shed some light on 
his intentions. 


“К. F. Wright came up from Aberdeen Tuesday morning and stated 
that it was reported on the Harbor that the projected electric car line 
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| Figure 4-3 1904 Thurston Co. Timber Cruise 





to Olympia will be built within six months. It is thought that it will 
be built by way of Summit following the right of way of the Northern 
Pacific Railroad, and that the Mosher-McDonald railway recently 
purchased by the Henry McCleary Company will be utilized as part 
of the system.” 


Although this interurban line between Grays Harbor and Olympia 
was never built, McCleary returned a few years later to the notion 
of operating a railroad from McCleary to Olympia. An article in 
The Olympian on 26 February 1913 (see Appendix A, page 247) 
notes that McCleary had purchased a mill on the west side of Budd 
Inlet and contemplated extending his railroad to his new acquisition. 
Thus he would be able to ship products directly by water to the east 
coast of the United States and to foreign destinations. No doubt 
this connection was to have used the old Puget Sound & Chehalis 
Railroad Company right of way. As with the interurban scheme, this 
project never materialized. 





Railroad historian К. Dale Jost, MD points out an obvious benefit 
to McCleary in acquiring the Puget Sound & Chehalis Railroad 
Company. The older railroad could be cannibalized for rail and 
hardware needed to construct McCleary’s new line leading east from 
the town of McCleary. Contrary to what I stated in my previous 
book, the Porter locomotive of the Puget Sound & Chehalis Railroad 
Company was built in standard gauge. After it was taken to the town 
of McCleary it did not require conversion from narrow gauge in order 
to run on the McCleary Railroad's track. The engine remains on 
display in McCleary at Beerbower Park. 


Another question raised by McCleary's acquisition ofthe older railroad 
is whether there was at any time a physical connection between the 
right of way of the Puget Sound & Chehalis Railroad Company 
and the later built McCleary Railroad? As shown in the map at the 
beginning of this chapter, the two lines crossed in Section 14 and also 
were congruent with each other for approximately one mile through 
Sections 10 and 11 of Township 18 North, Range 4 West. 


The railroad built by Henry McCleary did not have a specific, 
independent name. In that respect it differed from other large 
contemporaneous logging railroads of south Puget Sound such as 
the Thurston County Railway Company (operated by the Mud Bay 
Logging Company) and the Black Hills & Northwestern Railway 
Company (controlled by the Mason County Logging Company at 
Bordeaux). Although Henry McCleary did not name his railroad, it 
seems logical to refer to it as the McCleary Railroad. 


Begin your tour of these lines with the Puget Sound & Chehalis 
Railroad Company. Some portions of that line were covered 


superficially in Gone But Not Forgotten, Abandoned Railroads of 
Thurston County, Washington. Now it will be explored in greater detail. 
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For orientation, look at Figure 4-4. This is a modern aerial photograph 
of the eastern end of the railroad, an area known іп several circa 1900 
deeds as "the switchback". It 15 easiest to begin your drive at the 
Steamboat Island entrance to Highway 101 and then travel south 
toward Olympia. Exit at Shaker Church Road and stop about 100 feet 
south of the gate at 2004 Shaker Church Road. Look back over your 
right shoulder to see the ledge shown in Figure 4-5. Part of the second 
leg of the switchback occupied the ledge. Now continue up the hill 
until you reach the place where Shaker Church Road makes a right 
turn. Straight ahead, beyond the gate shown in Figure 4-6, 1s a place 
where an additional part of the second segment of the switchback can 
be found. Turn around and go back down the hill to 19^ Гапе NW. 
Turn left and climb the hill. The road veers right (north) after 100 
yards, and after rounding the curve you can look to the right (east) 
and see part of the third leg of the switchback. This view 1s shown in 
Figure 4-7. The grade here 15 also the beginning of the main line of 





“Along Shaker Church Road 


Figure 4-5 





күне Shaker Church Road 


Figure 4 4- 6 


the railroad. The outbuildings at 2004 Shaker Church Road NW are 
seen in the distance. 


Turn around and retrace your steps approximately 50 feet. From 
there you can walk south along the old grade as it passes west of the 
Shaker Church. In Gone But Not Forgotten, Abandoned Railroads of 
Thurston County, Washington a photograph of this scene, looking east, 
is shown in Figure 25-4 on page 137. As you continue south, the right 
of way begins to curve southwest. Due to modern excavation, little of 
the grade remains for the next 200 feet. After that point a trail north 
of the right of way can be identified. This allows you to climb the hill 
behind the residence at 1630 Shaker Church Road along the rough 
path on the north side of the old grade. Farther southwest the railroad 
becomes easier to identify. Eventually you can move onto the grade 
after reaching a point west of the house at 1630 Shaker Church Road. 
Figure 4-8 was taken from that point and shows the view looking 
northeast (in the general direction of the unseen Shaker Church) along 





83 


Wo 14 1 : 


эк 


i zu 
ж а жақ 


2 5 «@ 


Figure 4-7 19th Lane NW 


à Е 
= Шы" 
= i МЕ 


s aker TEE | 


Figure 4-8 West of 1630 Shaker Church Road 
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an elevated part of the right of way. Figure 4-9 shows the view from 
the same place while looking southwest along the grade. Figure 4-10 
is a photograph taken in a northeast direction (from farther southwest) 
near the location where construction of Highway 8 has obliterated all 
traces of the railroad. 


Now return to your car and look at Figure 4-11. This map, dated 
21 April 1915, comes from the collection of the Washington State 
Department of Transportation and is identified as sheet £ 5 of 
construction contract # 245. It shows the proposed route of a new 
highway (currently known as the Old Olympic Highway) between 
Olympia and Grays Harbor County. In turn, most of this road was 
replaced in the late 1950s by Highway 8. The Puget Sound & 
Chehalis Railroad Company 1s the *old logging roadbed" identified * = 
through a significant portion of Sections 15 and 16 of Township 18 | 8 wem | M ore 
North, Range 3 West. | л. "la Мети 7 rss wf - 

Figure 4- 12 ш ЕТ winslow Drive 
Travel to the place where Shaker Church Road meets Highway 8 and 
turn right. Between that point and the exit to Winslow Drive NW you 
will always be close to the route of the logging railroad. At Winslow 
Drive NW turn left (south) and then left again to reach the east end of 
that road. Figure 4-12 is the view looking east from the eastern end 
of Winslow Drive NW. The old right of way 15 straight ahead, with 
Highway 8 at a higher elevation on the left. 


Turn around and drive west on Winslow Drive NW, past the place 
where you exited from Highway 8. When the old Olympic Highway 
was built, Perry Creek was rerouted in this area, causing topographical 
alterations which make it difficult to detect the path of the old railroad 
grade. Figure 4-13 indicates the course of the logging railroad through 
this area. Here the right of way lies north of the current position of 
Perry Creek, and can barely be seen in Figure 4-14. This photograph 
was taken looking southeast near the western end of Winslow Road 
NW. This is a good place to park your car while you walk west to [E Uer ж IUE cai uu 3 

the junction of the western end of Winslow Drive NW апа Highway "Figure. 4- 13 South of Winslow Drive 
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8. Continue your walk west along the south side of Highway 8 and 
then descend the bank south of the highway at the place indicated by a 
Я Е У x ie | blue dot in Figure 4-13. Figure 4-15 shows the view at that position, 
Wd ТТ! e mk looking southwest along both the grade and Perry Creek. 


JP “Реггу/ Creek” 


Return your vehicle and drive back along Winslow Drive NW to the 
place where you originally exited from Highway 8. Turn left on the 
highway and drive to Rock Candy Mountain exit, where you turn 
left. In Gone But Not Forgotten, Abandoned Railroads of Thurston 
County, Washington, Figure 25-6 on page 139 shows an erroneous 
position for the railroad's right of way along Rock Candy Mountain 
Road. Figure 4-16 shows the revised location of the grade through 
this area. Figure 4-17 15 a photograph looking west along an easily 
discernable cut located 50 feet south of a pipeline (the railroad and 
pipeline rights of way run parallel to each other). A blue dot identifies 
this position in Figure 4-16. 
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Now resume traveling west on Highway 8. Figure 4-18 shows the 
location of the Puget Sound & Chehalis Railroad Company right 
of way between the east and west exits to Summit Lake Road NW. 
The company’s logging camp is shown with a blue dot. The grade 15 
difficult to access through most of this area. A trace of the old railroad 
remains on the north side of Gateway Gardens, the rhododendron 
farm at 12126 Highway 8 NW. Figure 4-19 was taken looking west 
along the right of way which, at that point, is on the south side of 
Kennedy Creek. 


Continue west from the rhododendron farm. Taking the next exit brings 
you to 12225 Summit Lake Road NW. This 15 the residence of Mr. 
Don Japhet, who kindly allowed me access to his property. Although 
the right of way passed between the back of his house and Kennedy 
Creek, it 15 necessary to cross a bridge, taking you to the south side of 
eh A АА s s LAM | the creek, in order to access the old railroad east of the bridge. Walk 
reme ЧЕ. east (along the south side of the creek) approximately 100 yards and 


ael 


West of Winslow Drive then continue into the woods for an additional 250 yards. Now turn 
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back to face west along the path you have just traveled. Figure 4-20 
Lr m ی‎ xh P 3, shows that view looking west along the right of way. Next, with better 
کے‎ зу Rock Candy | Bt. ye orientation, return west along the grade. You can barely identify the 


place where the railroad crossed Kennedy Creek and passed behind 
the Japhet home. 
Pipeline E» Walking 50 feet west of the house brings you to a significant place. 
| : к This 15 the point of intersection of the older railroad and the later 
: McCleary Railroad line to Summit Lake. It 15 important to note that 
this intersection 1s only theoretical. The two lines were constructed 
at different grade levels. The older railroad was removed several 
years before McCleary's connection to Summit Lake was built. The 
newer McCleary Railroad crossed Kennedy Creek by means of an 
impressive trestle approximately 40 feet high, whereas the Puget 
Sound & Chehalis Railroad Company was elevated only a few feet 
ы and ГАРЕЙ Сл. "Ww | T above the creek. Mr. Japhet showed me pilings remaining in the 
Figure 4-16 ck Candy Mountain Road creek bed. The orientation of these old cedar poles suggests that they 
were used by the McCleary Railroad. High water at the time of my 
visit made it impossible to obtain a clear photograph of these trestle 
remnants. 
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After crossing Kennedy Creek the Puget Sound & Chehalis 
Railroad Company grade hugged the south side of the old wagon 
road (see Figure 4-1) between Kennedy Creek and Grays Harbor 
County. Figure 4-21 comes from a 1941 aerial photograph of this 
area. Summit Lake Road 15 the current secondary thoroughfare 
here. It replaced the old road. Now it is almost impossible to 
find traces of either the railroad or the original wagon road. Both 
curved gently toward the north and west and, approximately 1/2 
mile northwest of Kennedy Creek, the old railroad grade joined the 
right of way used subsequently by the McCleary Railroad. Between 
Kennedy Creek and the union with the McCleary grade, the long 
d e “= = driveway for the residence at 12322 Summit Lake Road occupies 

eS Ee ی‎ M EON a portion of the old wagon road. A faint trace of the Puget Sound 
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Figure 4-20 
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Figure 4- 2 "1941 Aerial Photo graph 


& Chehalis Railroad Company grade can be found running almost 
parallel to the driveway, approximately forty feet to the southwest. 


At the point where the grades converged (above paragraph) the two 
railroads utilized the same right of way for the next mile west. The 
Puget Sound & Chehalis Railroad Company track then continued 
southwest to pass south of a swamp formed by a branch of Mox 
Chehalis Creek, and ended in the vicinity of the southern portion of the 
Thurston County Off Road Vehicle Park. Figure 4-22 is a photograph 
taken looking northeast along the Puget Sound & Chehalis Railroad 
Company grade, approximately 200 yards south of the place where the 
two railroads diverged, in the southwest part of Section 10, Township 
18 North, Range 4 West. 


This is an opportune time to present some background information 
about Henry McCleary and the railroad he built. They Tried To Cut 
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It All, by Edwin Van Syckle, reports that in 1898 McCleary and his 
erstwhile partner Edward Foy started “a small cedar lumber mill on the 
Estes mill site in what would someday be (the town of) McCleary.” A 
six horse team was used to skid logs to the mill. “In 1899, McCleary 
bought out his partner Foy, increased the size and output of his 
sawmill, (and) built the company town of McCleary . . ." 


The earliest rail connection to the McCleary mill came south from 
the Northern Pacific Railroad at Summit. Most of that track was 
replaced sometime after 1930 when a new mill spur was built by 
the Northern Pacific Railroad. In the map at the beginning of this 
chapter, the old (now abandoned) spur 15 shown in red, while the 
tracks still present in 2006 are indicated by a cross-hatched line. Not 
all of the rail from McCleary’s original spur was removed. Some was 
found in the woods twenty feet south of the switch for the current 
line leading to the mill. Figure 4-23 looks north over this remaining 
rail, toward the switch. Currently Puget Sound & Pacific Railroad 
operates the active railroad here. 


In downtown McCleary there is virtually no sign of the old railroad. 
We must rely on maps and old photographs to sense where the line 
ran. The map in Figure 4-24 helps to orient us. Figure 4-25 is part 
of a 1927 panoramic photograph courtesy of the Simpson Timber 
Company Archives. It was taken looking north toward downtown 
McCleary. Figure 4-26 15 a modern photograph which shows where 
the grade existed in relationship to current roads and structures. 


Still, there 15 one place in McCleary where a footprint of the old 
railroad can be found. Figure 4-27 looks north between 208 and 222 
Oak Street where stumps mark the path of the right of way. 


You can again find the abandoned grade south of Highway 8. To get 
there it 1s necessary to drive to the highway entrance at the west end 
of McCleary. Turn left and travel east to a driveway (located on the 
south side of the highway) approximately one third mile northwest 








Figure 4-24 





of the Мох Chehalis Road overpass. The McCleary Railroad passed 
obliquely about 50 feet west of the intersection between Highway 8 
and the driveway. The grade continued from that point in a southeast 
direction and can still be seen crossing the yard on the north side of 
the residence at 110 Heslep Lane. Figure 4-28 was taken looking 
northwest with the residence on the left. Figure 4-29 was taken from 
the same position while facing in the opposite direction. Here the 
right of way crosses a pond. Now rejoin Highway 8 and drive east 
for approximately 200 yards. Figure 4-30 shows the view from the 
highway looking south over the same pond. 


Beginning a few hundred yards east of the Mox Chehalis Road 
overpass, the McCleary Railroad grade was lost for several miles 
when Highway 8 replaced the Old Olympic Highway. Major spurs, 
north and south of the main line, were used to harvest old growth 
timber in this region. Several records were useful in reconstructing 
this section of the McCleary Railroad. 


The 1911 Grays Harbor County timber cruise of Section 8, Township 
18 North, Range 4 West, precisely located McCleary's *Old Logging 
Camps" as shown on the map at the beginning of this chapter. 


Construction plans and maps used in building the Old Olympic 
Highway were also helpful. One such map was created by the 
Washington State Highway Commission. Dated 21 April 1915, it was 
included in a deed filed in Thurston County deed book £ 99, page 274. 
This document was signed 22 September 1915 and recorded 25 July 
1919. In it, the Weyerhaeuser Company sold the right of way for a 
logging railroad (already in use by McCleary) to the Henry McCleary 
Timber Company. The transaction involved the grade between the 
western end of Section 11 and the eastern end of Section 14, both in 
Township 18 North, Range 4 West. The map is not reproduced here, 
but it shows the close relationship between the McCleary Railroad 
and Old Olympic Highway. The deed also answers one bothersome 
question. Why were no deeds recorded in Thurston County showing 
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the McCleary Railroad's acquisition of right of way through the 
western part of Thurston County? 


A likely explanation is that at some time prior to construction of 
the McCleary Railroad, an unrecorded agreement existed between 
the Puget Sound & Chehalis Railroad Company and either the 
Weyerhaeuser Company or the Northern Pacific Railroad. The latter 
railroad's land office owned vast tracts of land in Thurston County 
prior to selling most of it to the Weyerhaeuser Company. Any title 
held by the Puget Sound & Chehalis Railroad Company passed to 
McCleary when he purchased the line in 1905. However the deed 
from that year did not specify exactly where the railroad's right of 
way lay, as it 1s doubtful that the older line had ever been surveyed. 
Unfortunately, no indexed reference to such an unrecorded transaction 
could be found in the archives of either the Weyerhaeuser Company or 
the McCleary section of the Simpson Timber Company. 


In 1919 the State of Washington attempted to obtain clear title to 
the land over which the proposed Olympic Highway was to be built. 
Although the Henry McCleary Timber Company deeded the required 
right of way to the State of Washington on 20 June 1919, the 1915 
deed between Weyerhaeuser and McCleary remained unfiled. On 
25 July 1919 McCleary recorded the document signed in 1915. This 
solidified his title to the right of way and allowed completion of the 
sale to the state. 


Now resume your drive east into Thurston County. Turn right at the 
exit to the Thurston County Off Road Vehicle Park. In Gone But Not 
Forgotten, Abandoned Railroads of Thurston County, Washington, 
Fig. 25-5 shows the place, approximately 100 yards from the highway 
exit, where the McCleary Railroad crossed the road into the park. 


Return to Highway 8 and proceed slightly less than one mile east. 
Here a major spur crossed the highway, leading to timberlands on 
the north side of the arterial. Figure 4-31 shows the view looking 








Figure 4-31 Along Highway 9 
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Figure 4-32 McCleary Spur to Kennedy Falls 
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southwest toward the unseen main line of the railroad. North of the 
highway the grade was altered significantly when a gravel pit was 
constructed. Farther north the right of way 1s used now as a truck 
logging road. 


Continue driving east on Highway 8 to a point 140 yards west of 
the sign indicating Mile 12. The spur which crossed the highway 
here, from southwest to northeast, appears on the previously cited 
Washington State Highway Commission Map dated 21 April 1915 
(see page 92). The map at the beginning of this chapter indicates 
that this spur eventually extended to and beyond Kennedy Falls. 
Before exploring south of the highway, walk across the median. 
The photograph in Figure 4-32 was taken looking northeast over the 
west bound lane of Highway 8, approximately 100 yards west of the 
(westbound) sign for Mile 12. The spur occupied the notch visible in 
the ground. North of that place the right of way approached Kennedy 
Creek. Over the years it was extended along that water level route for 
more than three miles. 


Now return to the south side of the highway and follow the same 
spur in a southwest direction. The initial path 15 through brush, but 
after traveling 200 yards along the spur you will reach the junction 
point with the main line of the McCleary Railroad. Turn around and 
look northeast. Figure 4-33 shows the place where the spur curved 
to the left while the main line continued straight ahead. Walking 
another 350 yards southwest brings you to the location where the 
McCleary Railroad began to curve right (east) while the Puget Sound 
& Chehalis Railroad Company grade continued southwest. Figure 
4-34 clarifies these relationships. 


Figure 4-35 reproduces an additional Old Olympic Highway 
construction map from 1924. It was designated as "Plans of State 
Road Number 9, Federal Aid Project Number 141B" (sheet 8 of 33 
pages). Here the McCleary Railroad crossed Old Olympic Highway 
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on its way to the log loading dock at Summit Lake. Nowadays the 
intersection of the west end of Summit Lake Road and Highway 8 15 
located where the railroad and Old Olympic Highway crossed. 


Now look again at Figure 4-18. After spanning Kennedy Creek 
via trestle, the McCleary Railroad immediately crossed over the 
abandoned grade of the Puget Sound & Chehalis Railroad Company. 
It is necessary to keep in mind that neither railroad existed when the 
other was in operation. Reaching solid ground on the north side of 
the trestle, the main line of the McCleary Railroad followed the route 
now occupied by Summit Lake Shore Road NW. It terminated at a log 
loading dock (McCleary used Summit Lake as a storage facility for 
timber cut in that area) on the north shore of the west end of Summit 
Lake. North of the trestle a spur diverged from the line to Summit 
Lake and reached into the timber farther north of Summit Lake. 
Today that right of way remains as a truck road. 
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Figure 4-35 


In 1922 McCleary bought the old growth timber in a large part of 
Sections 5 and 6 of Township 18 North, Range 3 West. In 1924 he 
acquired another large tract of forest land in Sections 1, 2, 3, 11 and 12 
of Township 18 North, Range 4 West. These were the last major areas 
harvested using the railroad. They were reached by the spur leading 
to Kennedy Falls. In 1927 McCleary began to consider the possibility 
oftruck logging. He leased property for a truck log dump on the north 
side of the Old Olympic Highway at Mud Bay. Some of the location 
of the dump is now overlaid by Highway 101, as seen in Figure 4- 
36. Immediately northeast of McCleary’s dump, and operating at the 
same time, was the Mud Bay Logging Company's railroad log dump. 


In the early 1930s the economy of truck logging became clear. An 
article in the Daily Olympian on 6 December 1931 hints at the 
declining importance of rail transport in the operations of the Henry 
McCleary Timber Company. 


Old Olympic Highway Construction Мар 
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“LOGGING TO START ON LAST STAND OF TIMBER” 


“Chapman to Start Operations on 96 Million Feet of Logs Within 
Two Weeks” 


“Thurston County’s last great stand of timber, a tract of more than 2000 
acres in the Summit Lake region, will be tapped within two weeks. 
R. K. Chapman, who has contracted to market the 96 million feet of 
timber for the McCleary Timber Company, announced Saturday that 
logging operations would begin about December 15.” 


“А roadway connecting the scene of initial operations with the Pacific 
Highway (Old Olympic Highway) was completed Saturday. The log 
dump at Mud Bay is expected to be completed by the end of this week. 
Virtually everything else is ш readiness to begin operations." 
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Figure 4-36 — McCleary Truck Log Dump at Mud Bay 
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“АП logging will be done with gasoline donkeys and the logs will be 
hauled to the bay by trucks. A crew of about 60 men will be steadily 
employed." 


Right of way for the truck road, connecting with the old Olympic 
Highway, was secured in September 1931. L. E. Duval sold a lease to 
Henry McCleary for the West half of the Southwest quarter of Section 
16, Township 18 North, Range 3 West. Ironically this same strip of 
land likely was used as a spur by the Puget Sound & Chehalis Railroad 
Company before 1905, when virtually all of Section 16 was logged off. 


The demise of the McCleary Railroad is reported in two articles from 
the McCleary Observer. The 28 September 1934 edition laments 
that “Тһе next few weeks will see the end of the McCleary Railroad. 
A crew 15 at work taking up the rails and loading them on cars for 
shipment to Olympia where they will be transferred to a boat destined 
for Japan." 


"Due to the more modern methods used in logging operations, 
especially those of transportation, the old railroad has become 
obsolete. Logs can be hauled by truck much cheaper and faster." 


"However, many million feet of logs have been hauled down this 
road during the last twenty years, and its passing will bring memories 
to many McClearyites of the good old days when ‘Old Crummy’, 
“Тһе Red Goose’, and the old ‘Six Spot’ made their daily trips to the 
woods." 


The McCleary Observer headline on 9 November 1934 announced 
"McCLEARY RAILROAD IS NO MORE!” 


“Тһе work of removing the rails of the old Summit Lake to McCleary 
railroad has virtually been completed. This was a big job but was 
accomplished in record time." 


“Тһе job will be finished when the crew has crossed the main highway 
in McCleary at McMillan’s service station." 


"In due time the state highway department will add the final touch 
by paving the grade crossings at McCleary and the one near Summit 
Lake, and a familiar landmark for many years past will have vanished 
forever." 


Henry McCleary was a giant in the wood products industry of south 
Puget Sound. He was the prime mover responsible for construction 
of one of the area's well known logging railroads. McCleary also 
promoted additional schemes involving his railroad and other lines, 
none of which progressed beyond preliminary plans. Such activities 
place Henry McCleary squarely in the ranks of the capitalists who 
enabled the railroad to play a huge role in the economic development 
of south Puget Sound. 
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Mud Bay Logging Company 





In its heyday, the Mud Bay Logging Company operated one of the 
largest logging railroads in western Washington, the Thurston County 
Railway Company. The company's locomotive # 4 15 shown in 
Figure 5-1, a photograph provided by the Washington State Historical 
Society. The picture was taken in the Black Hills during the latter part 
of the railroad's existence. The entire line was abandoned in 1941, as 
railroad logging declined in south Puget Sound. 


An earlier book, Gone But Not Forgotten, Abandoned Railroads of 
Thurston County, Washington, devoted chapter 28 to this railroad. 


Kurt Price, a resident of the Alpine Hills neighborhood, contacted me 
after reviewing the book. He noticed characteristics of the terrain 
near his home which caused him to suspect the previous existence of 
a railroad. 


We began a joint project to map a previously undocumented branch of 
the Thurston County Railway Company. Kurt obtained most of the 
aerial photographs used in planning the exploration. His knowledge 
of the area was invaluable in locating old grades around Alpine Hills. 
Figure 5-2 shows Kurt, with his metal detector, exploring a spur which 
came off the branch line through Alpine Hills. The photograph was 
taken immediately northwest of the residence at 6729 West Hill Drive 
SW. In Figure 5-3 Kurt displays a broken brake shoe and other metal 
found along the northwest side of Brown Road. 


The grades built through Alpine Hills were constructed shortly after 
the Thurston County Railway Company began dumping logs at Mud 
Bay. Background information about Mark Draham, the principal 


owner and director of the Mud Bay Logging Company, is useful in 
understanding the early history of the company's railroad. 


Draham's activity in Washington's timber industry began with his 
arrival from the East in 1877. Chapter 3 mentions his logging 
operation at the head of Totten Inlet in 1894. On 27 December 1898 
he incorporated a business in Mason County, the Western Washington 
Logging Company. This company built a logging railroad connecting 
the forests north and west of Lost Lake with the Peninsular Railway 
Company. At the same time, Draham's company controlled much of 
the timberland located along another Mason County logging railroad, 
the Shelton Southwestern Railroad Company (Chapter 8). Draham 
had a close business relationship with William H. Kneeland, who 
owned and operated the Shelton Southwestern Railroad Company, 
and Kneeland functioned as the vice president and treasurer of the 
Western Washington Logging Company. 


As the first decade of the twentieth century drew to a close, Draham's 
supply of logs in Mason County decreased steadily. Timber accessible 
to the Shelton Southwestern Railroad Company had been felled, and 
the railroad was abandoned in 1905. Draham began to look for a fresh 
source of logs. His search was rewarded in Thurston County. 


Рпог to 1908 Draham's Western Washington Logging Company 
was buying timberland in the region south of Mud Bay. Draham 
commissioned a survey for a railroad right of way leading to these 
holdings. К.Н. O’Brien conducted the survey between December 
1908 and January 1909. Later in 1909 Draham consolidated some 
of his Thurston County real estate holdings and formed the Draham 
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Figure 5-1 | 


Timber Company. Оп 29 March 1910 he incorporated the Mud 
Bay Logging Company and began to build his railroad. On 17 June 
1910 the Mud Bay Logging Company received permission from 
the Washington Department of Public Works for construction of a 
crossing over the county road which later became 274 Avenue, and the 
railroad began building south from the log dump on Mud Bay. 


Late the next year Draham decided to operate his logging railroad as a 
business separate from the logging company. The reorganization led 
to the incorporation of the Thurston County Railway Company on 19 
December 1911. 


Thurston Соипіу Railway Company En 


gine #4 in the Black Hills 





Soon after the Thurston County Railway Company commenced 
construction, the railroad built a spur leading to a gravel pit in Section 
24 of Township 18 North, Range 3 West. The pit supplied ballast for 
the company’s roadbed and the spur continued in active use until the 
railroad was abandoned. Figure 5-4 is a map sent to the Washington 
Department of Public Service by the Mud Bay Logging Company. 
The cover letter accompanying the map was dated 21 May 1941 and 
explained that the portions of the railroad shown were to be removed 
before the end of the year. One of a series of 1936 aerial photographs 
(found at the Thurston County Department of Roads) shows this area 
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as Figure 5-5. The spur to the gravel pit 1s visible, as well as many of 
the automobile roads that still exist today. 


In the latter part of 1912 the railroad was eight miles long and the Mud 
Bay Logging Company was ready to start cutting timber in the region 
known now as Alpine Hills. The Thurston County Railway Company 
applied to the Washington Public Service Commission (application # 
753) for the right to cross the county road (at that time a part of Brown 
Road) which is now represented by Alpine Drive. Figure 5-6 is one 
of the maps submitted with the application. Delphi Golf Course now 
occupies the south side of the grade crossing shown on this map. The 
map also shows a branch line extending west, on the north side of the 
county road. That branch line was used for logging operations in both 
Alpine Hills and the region to the west. 


4? O а I eS — с %, 2 PR. _ ¥ Inthe 21% century, confusion about these relationships can be reduced 
Figure 5-2 rice Exploring Alpine Hil 


Is by reviewing the geographic history of the roads around Alpine 
Hills. In 1912, the county road shown in Figure 5-6 had only been 
in existence for a few years. It was surveyed in 1909 as Brown 
Road and originated at what is now Delphi Road. Figure 5-7 shows 
the original survey of the road. When Alpine Hills was platted, the 
western portion of Brown Road continued to be called by that name. 
The eastern part of Brown Road, connecting with Delphi Road, was 
renamed Alpine Drive. 


Figure 5-8 is another 1936 aerial photograph and shows the eastern 
part of the region represented by Figure 5-7. The main line, the 
branch to Alpine Hills, and several spur lines are visible. Figure 5-9 
is arecent aerial photograph of Delphi Road, the eastern end of Alpine 
Drive, and the most eastern part of Brown Road. Grades used by 
the railroad are superimposed. Farther west, Figure 5-10 is another 
> i modern aerial photograph depicting the eastern half of Brown Road. 
TAa "ur A complex rail track structure existed here. The map in Figure 5-11 

ми was included in application # 753 (see above). The triangular set of 

Figure 5-3 Metal Found along Brown Road tracks made it possible to turn locomotives as they traveled up and 
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down the hill on the west side of Alpine Hills. Currently, Brown Road 
occupies much of the old railroad grade here (in Section 3) while the 
original Brown Road right of way can still be found approximately 
thirty feet east of the paved road. 


Figure 5-12 comes from a 1993 aerial photograph. It shows the grades 
built by the railroad west and north of Alpine Hills. After negotiating 
the triangular system of tracks shown in Figure 5-11, the right of way 
doubled back along the north side of Brown Road, eventually turning 
directly north to run along the west side of Alpine Hills. A switchback 
located well up the hill led to a line returning south, and then west, as 
far as Section 4 of Township 17 North, Range 3 West. The majority of 
these parts of the railroad are still utilized as truck logging roads. 


With diligence, many of the old grades in Alpine Hills can be located. 
Unfortunately, road relocation and extensive landscaping have erased 
most traces of the main line of the railroad where it crossed Alpine 
Drive at Delphi Golf Course. A tour should begin by turning north 
(from Alpine Drive) into Arnesen Lane. 


When you reach 6720 Arnesen Lane, look across the street (west) to 
see part of a spur which came off the branch line through Alpine Hills. 
Figure 5-13 shows the spur. A grazing deer happened to be here at 
the time this picture was taken. This spur (labeled *B") can also be 
seen in Figure 5-8. Continue north to 6511 Arnesen Lane and look 
south. Figure 5-14 shows the spur as it comes north. Immediately 
behind the point where this photograph was taken the spur became the 
northern part of Arnesen Lane. Figure 5-15 shows the view farther 
north where the driveways for 6507 and 6509 Arnesen Lane diverge. 
Both driveways utilize old grades. 


West of Arnesen Lane, household landscaping has made it difficult to 
follow the grade of the branch line through Alpine Hills. The right 
of way remains visible in only a few places. One is shown in Figure 
5-16, a photograph taken looking west behind the residence at 6729 
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Figure 5-13 6720 Arnesen Lane 





West Hill Drive. Immediately west of this place, a spur left the branch 
line and passed northwest. Most of this spur was destroyed when 
the developers of Alpine Hills constructed an athletic field which 15 
located there now. Figure 5-2 shows Kurt Price exploring this spur, 
between 6729 West Hill Drive and the athletic field. 


Drive west and then look north at 6928 Alpine Drive. The branch line 
is visible above and behind that residence, as shown in Figure 5-17. 
Several hundred feet west of that location 1s the place where a trestle 
carried the railroad over what is now Alpine Drive. In those days the 
trestle crossed only a stream. Nowadays a culvert carries the stream 
under Alpine Drive. 


ат o ND 4 | Immediately west of the location of the trestle is the place where 
GTI CEU. нн oec —— Brown Road currently intersects with Alpine Drive. Turn south on 
Figure 5-12 West of Alpine Hills Brown Road and travel up the hill and around the curve to the right. 
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Look back to see the view shown in Figure 5-18. The railroad grade 
joined the present Brown Road at this point. 


As you journey west along Brown Road, you will be driving on the 
former railroad right of way. After several hundred yards you can see 
the grade, on your right, after it doubled back to ascend the hill west 
of Alpine Hills. Continue farther on Brown road to the place where 
the road makes a sharp right turn. Immediately before the turn, the 
railroad grade can be seen in Figure 5-19. Here the grade continued 
in a southerly direction, crossed a small creek, and then reached the 
triangular portion of track shown in Figure 5-11. 





Logging in the Alpine Hills region represents an early part of the 
history of the Mud Bay Logging Company. Later the company built 
an extensive rail system in the rugged terrain of the Black Hills. 


The story of the Thurston County Railway Company illustrates the 
growth and later decline of a major logging railroad. Operations in 
Alpine Hills took place during the expansive part of the company's 
history. Advances in railroad technology made it possible to harvest 
timber in progressively more remote locations. This fueled a flurry 
of activity, and resulted in the railroad built by the Mud Bay Logging 
Company. 


Т hurston County 
Railway Company 
Spurs 


Figure 5-15 Spurs at 6507-6509 Arnesen Lane 
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Route of the Olympia Terminal Railway Company and Associated Railroads 
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Olympia Terminal Railway Company 





The story of the Olympia Terminal Railway Company exemplifies 
the railroad expansion that pervaded south Puget Sound in the 
early twentieth century. During the company's brief history several 
factors combined to provide a frenzy of railroad building in Olympia 
and Thurston County. Land speculation, political intrigue, unmet 
transportation needs, greed, and a sense of destiny all were part of 
this exciting era. When construction of the railroad was completed it 
was sold immediately to the Union Pacific Railroad. When put into 
operation the Olympia Terminal Railway Company was seven miles 
long and led from the Olympia waterfront to East Olympia. However, 
when originally conceived, the organization's founders proposed a 
much more ambitious project stretching all the way to Chehalis. 


As the Olympia Terminal Railway Company evolved into its final 
form, the process that determined its configuration had significant 
effects on most other railroads in Thurston and Lewis Counties. 
The Portland & Puget Sound Railroad Company, the Chicago, 
Milwaukee, St. Paul & Pacific Railroad, and the Northern Pacific 
Railroad were all influenced heavily by construction of the new 
line. Moreover, the southern (Olympia to Tenino) division of the 
Port Townsend Southern Railroad was dealt a death blow when the 
Olympia Terminal Railway Company went into operation in 1916. 
АП of the Port Townsend Southern Railroad south of Capitol Lake 
was abandoned shortly after service commenced on the new line. 


In 1911 Olympia had only one carrier providing intercity rail service, 
the Northern Pacific Railroad. Although the Port Townsend 
Southern Railroad served west Olympia and Tumwater, it became 
a subsidiary of the Northern Pacific Railroad in 1902. Residents of 
Olympia felt constrained by the lack of competition for freight and 


passenger business. Development of the Olympia waterfront was not 
supported actively by the Northern Pacific Railroad. Local business 
people realized that future growth would be spurred by building a 
connection to a new transcontinental railroad. The opening of the 
Panama Canal promised to bring new business to Olympia if greater 
port capacity were available. Dr. P. H. Carlyon, Olympia dentist and 
capitalist, had a vision which grew into the present Port of Olympia. 


Carlyon trained at the Philadelphia Dental College and arrived in 
Olympia in 1884. Eventually his interest turned to politics and his 
dental practice was abandoned. He was elected Olympia's mayor in 
1905 and served as a state representative from 1907 through 1911. He 
continued as a state senator between 1913 and 1929. 


In 1909 and 1910 Dr. Carlyon led the movement to dredge Budd Inlet, 
resulting in the creation of new land where the Port of Olympia now is 
situated. The project became known as “Carlyon Fill". The situation 
was ripe for development of rail access to Olympia's new waterfront. 
To that end the Olympia Terminal Railway Company was created. 


At first glance events relating to development of the Olympia 
Terminal Railway Company seem confusing. However Appendix 
A provides clarification by chronologically combining articles from 
Olympia's daily newspaper, The Olympian, with factual information 
from other sources. 


In September 1911 Carlyon spearheaded a group of local businessmen 
who incorporated the Olympia Terminal Railway Company. Initially 
they planned to obtain the old Portland & Puget Sound Railroad 
Company by condemnation and build a line that would connect with 
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the proposed Point Defiance Line of the Northern Pacific Railroad, 
somewhere south of Olympia. The year 1912 saw a new player emerge 
on the transportation scene. The Washington-Oregon Corporation 
proposed building an interurban rail line from the Olympia waterfront 
to points south in Lewis County. A newspaper report suggested that 
discussions were under way to operate shared track between the 
interurban line and the Olympia Terminal Railway Company, using 
the former Portland & Puget Sound Railroad Company right of way 
south of Olympia. However the interurban line was never built, and in 
1914 the Washington-Oregon Corporation became insolvent. 


Early in 1912 the Olympia Terminal Railway Company continued 
to pursue development of the Portland & Puget Sound Railroad 
Company grade south of Olympia. However the railroad's only 
operating track was a tiny segment serving a newly opened cannery on 
the Olympia waterfront. In April of 1912 the corporation entertained 
the notion of building in a southeast direction from Tumwater in order 
to connect with the Point Defiance Line, about seven miles from 
Olympia. Ironically, this 1s the route that the company eventually 
built, even though in August of 1912 the company returned to its 
original plan to build south toward Centralia along the Portland & 
Puget Sound Railroad Company grade. 


In 1913 the Chicago, Milwaukee, St. Paul & Pacific Railroad 
(the Milwaukee Road) entered the fray. A puppet corporation, the 
Olympia Southern Railway Company, obtained (from the Olympia 
Terminal Railway Company) the right of way of the former Portland 
& Puget Sound Railroad Company from a point west of Maytown, 
to Centralia and Chehalis. Thereby the Milwaukee Road gained 
access to those cities through use of its existing line from Tacoma and 
Rainier through Littlerock and Rochester. Subsequently there was 
speculation that the Milwaukee Road planned to build north from that 
same place west of Maytown, along the Portland & Puget Sound 
Railroad Company right of way, into downtown Olympia. The 
speculation proved unfounded and the Milwaukee Road never entered 
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Figure 6-2 


Olympia. Eventually some of the old Portland & Puget Sound 
Railroad Company grade between Tumwater and the region west of 
Maytown was used for construction of Interstate 5. 


Through most of 1913 the Olympia Terminal Railway Company 
continued its struggle to connect a new transcontinental railroad with 
Olympia’s waterfront. Finally, in November, an arrangement was 
reached whereby the Oregon-Washington Railroad & Navigation 
Company (a subsidiary of the Union Pacific Railroad) agreed to buy 
the Olympia Terminal Railway Company. The transfer of ownership 
would occur after completion of a line from the waterfront to East 
Olympia. Condemnation of property for the track between Olympia 
and East Olympia began in 1914, with construction continuing 
through 1915. 


On 31 December 1915 the Olympia Terminal Railway Company 
deeded the track from Olympia to East Olympia to the Oregon- 
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Washington Railroad & Navigation Company. Опт 18 February 
1916 the stockholders of the Olympia Terminal Railway Company 
dissolved the corporation. 


The map at the beginning of this chapter illustrates the Olympia 
Terminal Railway Company as it was eventually constructed. Also 
represented 15 the earlier Portland & Puget Sound Railroad Company 
right of way. The portion of the latter railroad's grade which became 
part of the Milwaukee Road (from Maytown through Centralia to 
Chehalis) is shown to help clarify the complex evolution of these 


rights of way. Portland: 24 


Figure 6-1 comes from a collection of Northern Pacific Railroad Pug et Sound 
maps found at the Thurston County Assessor’s office. It shows the Railro ad” 
extensive network of tracks (numbered up to 27) which were in use КУ | С ompany | 3 
during the heyday of industry on Olympia's waterfront. s] 

Figure 6-5 View from М Street 
Figure 6-2 is a photo showing the view looking north at the southern 
end of the tunnel under Capitol Boulevard. Located directly north 
of the earliest Olympia Brewery, this impressive undertaking was 
engineered for the Portland & Puget Sound Railroad Company 
before 1891. It was finally built in 1916 when the line from the 
waterfront to East Olympia opened. The abandoned Union Pacific 
Railroad spur to the old Olympia Brewery 15 seen in the lower left 
corner of the picture. 


Sat Ре 


Figure 6-3 shows the relationship between the grades of the Olympia 
Terminal Railway Company, the Portland & Puget Sound Railroad 
Company, and the Port Townsend Southern Railroad in the area 
immediately south of the modern Olympia Brewery. 


Figure 6-4 is a modern aerial photo showing the relationship between ee 725 = жез, Ук ОЦІ QUA F Ux A Е ЕСІ, SS ound 
F E. S sat? 


the rights of way of the Portland & Puget Sound Railroad Company EZ (С Company 
and the Port Townsend Southern Railroad. Ў с ыч A. TES 





Figure 6-6. % — of State Farm Building 
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The old grades shown in Figure 6-4 are easily found іп Tumwater. 
From Capitol Boulevard turn east onto M Street SE and drive 100 
yards down the hill to a parking area. From there you can walk north, 
down a gully and then back up again, to the portion of the Portland 
& Puget Sound Railroad Company grade shown in Figure 6-5 (as 
seen from M Street). Continuing farther north the grade 15 better 
defined in Figure 6-6. About 200 yards north of the position of 
Figure 6-6 a bulldozer has connected the Portland & Puget Sound 
Railroad Company right of way with the Port Townsend Southern 

== | Pn. : Railroad grade, which lies immediately to the west and up the hill. 
Figure 6-7 View East toward Tumwater Valley Climb the hill along this bulldozer connection. Now continue north 
along the Port Townsend Southern Railroad right of way, then look 
east. Figure 6-7 shows the view from that spot with Tumwater Valley 
visible beyond the Portland & Puget Sound Railroad Company 
grade. Figure 6-8 shows the same area on a snowy day, looking west 
from Tumwater Valley. The Port Townsend Southern Railroad 15 at 
a higher point on the hill, with the Portland & Puget Sound Railroad 
Company right of way seen below. 


Now turn south. At the top end of the bulldozed connection between 
the two grades Figure 6-9 shows the Port Townsend Southern 
Railroad as it passes south, above the Portland & Puget Sound 





Figure 6-8 View West from Tumwater Valley 
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Figure 6-10 View SW toward State Farm Bldg. Figure 6-11 North of Trosper Road 
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Railroad Company grade. Farther south Figure 6-10 shows the Port 
Townsend Southern Railroad grade as it curves southwest through 
the property of the State Farm Insurance building at 4800 Capitol 
Boulevard SE. 


Figure 6-11 shows both grades between M Street SE and Trosper 
Road. Farther south, Figure 6-12 shows the Portland & Puget Sound 
Railroad Company right of way between Tumwater and Maytown. 
South of Maytown the Milwaukee Road used the old grade for its 
connection from Maytown to Centralia and Chehalis. 


The portion of the Portland & Puget Sound Railroad Company 
grade immediately west of Tumwater Valley is remarkable. When I 
first looked into the history of this grade, built in 1890, it was unclear 
whether the Olympia Terminal Railway Company had actually placed 
track on that old right of way. Further investigation made it clear that 
the Olympia Terminal Railway Company constructed only the line 
to East Olympia. Trains never ran on the grade west of Tumwater 
Valley. Nonetheless this right of way remains a secluded relic of south 
Puget Sound railroad construction mania. 
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Satsop Railroad Company 





The Satsop Railroad Company was one of the larger early steam 
logging railroads constructed in Mason County. Nowadays, 120 years 
later, the Simpson Timber Company still hauls logs over three parts of 
the railroad's original right of way. Although much has been written 
about organizations that succeeded the Satsop Railroad Company, 
such as the Peninsular Railway Company and the Simpson Timber 
Company, little has been published about the Satsop Railroad 
Company. 


The evolution of this railroad began when the Goldsborough Creek 
Railroad Company was incorporated in Seattle on 11 December 
1882. The company commissioned surveys and bought rights of way, 
but never constructed track. Initial plans called for the railroad to be 
built along Goldsborough Creek, as suggested by the organization’s 
name. As recorded in Mason County Deed Book H, page 197, 20 
March 1883, Mary M. Miller sold “A strip of land 50 feet wide 
on either side of the railroad as the same may be constructed” to 
the Goldsborough Creek Railroad Company. Тһе right of way 
mentioned in this document was located іп Sections 24, 23, 14, 22, 
15, and 21 of Township 20 North, Range 4 West. 


The Satsop Railroad Company was incorporated 30 November 
1883. On 3 December 1883 it purchased the assets, easements, and 
improvements of the Goldsborough Creek Railroad Company. Log 
Towns, by Michael Fredson, contains an in-depth analysis of the 
financial dealings and corporate structure of both companies. 


When the Satsop Railroad Company commenced construction, it 
built on a right of way located south of the Mary M. Miller property. 
It followed a path approximated by today's Shelton Matlock Road. 


A precise description of a part of that right of way, in Section 22 of 
Township 20 North, Range 4 West, was recorded in Mason County 
Deed Book H, page 490, on 12 November 1886. On 14 January 
1887 Grant C. Angle, manager of The Mason County Journal, gave a 
detailed account of ongoing construction at various points along the 
railroad. Living conditions in several camps which had been visited 
by Angle on a journey between Shelton and Lake Nahwatzel, were 
described. The entire article can be found in Appendix C. 


Eventually, an unfavorable grade at the junction of Sections 24 
and 23 of Township 20 North, Range 4 West, made it desirable to 
rebuild a part of the railroad immediately west of Shelton. By that 
time, ownership of the line had passed to the Washington Southern 
Railway Company. The 14 July 1894 edition of 7he Tacoma 
Ledger reported that the Washington Southern Railway Company 
operated twenty miles of branch lines and had recently completed a 
four mile relocation of its main line west of Shelton. Ironically, the 
relocated segment utilized the previously surveyed right of way along 
Goldsborough Creek, which had been purchased from Mary M. Miller 
in 1883. 


Figure 7-1 is part of a 1935 map of Township 20 North, Range 4 West. 
At that time, portions of the abandoned Satsop Railroad Company 
grade were being used as automobile roads. The map represents 
these segments of former railroad right of way as “Price Ext. 157” in 
Section 21, “Newell-Day No. 90” in Sections 21 and 22, and “H. M. 
Ford RD. No. 65” in Section 22. The Peninsular Railway Company’s 
new grade, built along Goldsborough Creek in 1902, is shown as 
“Peninsular RWY. CO.” 
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C. Е. White, Engine # 1 of the Забор Railroad Company 
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Figure 7-1 


In a feat which today would be analogous to “market timing” the 
owners of the Satsop Railroad Company foresaw a recession that soon 
would affect the entire country. They sold the line to the Washington 
Southern Railway Company, an organization which had been 
incorporated on 20 December 1890. The transaction was recorded 
on 9 May 1891 in Mason County Deed Book U, page 512. The 
document stated that the railroad operated 23 miles of track (including 
branches) and extended “from and through the Town of Shelton to 
Lake Nahwatzel." The enterprise owned three locomotives: # 1 (C. 
Е. White) nicknamed “the Dinkey"; # 2 (Agnes); and # 3 (William 
Shorter). Among assorted assets was а scow called “Big Skookum". 
Figure 7-2, courtesy of Peter J. Replinger, shows engines # 1 (right) 
and # 2 (left) at the railroad’s three stall roundhouse in Shelton. Figure 
7-3 comes from a 1893 map which shows the roundhouse, located 
north of Railroad Avenue between 4" and 5% Streets. Figure 7-4 is a 
modern glimpse of the place featured in Figure 7-2. 


Conflicting data from surviving records make it difficult to represent 
the exact track configuration of the Satsop Railroad Company at 
the time it became the Washington Southern Railway Company. 
Although ownership changed officially іп May, 1891, a series of maps 
in the collection of the Washington State Archives (Accession # 94-A- 
75, Box 2, “Timber and Prairie", 26 January 1892-19 February 1892) 
suggest that the operating name of the railroad had not yet changed 
at the beginning of 1892. These maps were prepared for the purpose 
of establishing a value for school land under control of the State of 
Washington. The maps present only a schematic picture of sections 
that were not school land and thus were of lesser interest to the state. 


The following figures are all from Township 20 North. Range 4 West 
is represented by Figure 7-5, while Figure 7-6 shows 5 West. 6 West 
appears in Figure 7-7. Because Section 12 of Township 20 North, 
Range 5 West included school land, a more detailed picture of that 
section (reproduced in Figure 7-8) was included in the series of maps. 
Sometime after 1892 the “switch” seen in Figure 7-8 became the east 
arm of Hickson's Wye (described later, in conjunction with Figure 7- 
11). Beginning in approximately 1904 a branch of the Mason County 
Logging Company Railroad used Hickson's Wye as an interchange 
point with the Peninsular Railway Company. 


In all of these maps the abbreviation for the Satsop Railroad 
Company is “5. К. R.". Figure 7-7 suggests that the railroad reached 
Section 25 of Township 20 North, Range 6 West. However Figure 7-6 
(displaying Township 20 North, Range 5 West) shows no connection 
between the Section 25 contained in Figure 7-7 and the railroad's 
main line. On the other hand the 4 June 1888 edition of the Portland 
Oregonian carried an article about the Satsop Railroad Company 
which declared that “Тһе main line is 14 miles in length. Branches 
vary from 2 to 10 miles". 


Possibly the 10 mile long branch referenced in the Oregonian article 
was track that connected to the Section 25 seen in Figure 7-7. In 
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Figure 7-3 1893 Мар of Shelton Figure 7-5 1892 Map of T 20 N, R 4 W 


















































































































































Figure 7-4 2006, Site of Roundhouse Figure 7-6 1892 Map of T 20 N, R5 W 
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Figure 7-7 1892 Map P 20N, R6 W 





that case, two possibilities are suggested. The branch could have 
been an extension of the track which originated from the main line 
at the junction of Sections 21 and 22 of Township 20 North, Range 
4 West (see Figure 7-25) and coursed southwest on the south side of 
Goldsborough Creek. If extended to the above mentioned Section 
25, this branch would have been approximately 10 miles in length. A 
second possible origin for a grade reaching Section 25 might be the 
“switch” seen in Figure 7-5. 
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Unfortunately, deed and tax records could not be found to support 
the existence of branch lines other than those depicted in the map at 
the beginning of this chapter. An article which appeared in the 10 
October 1890 issue of The Mason County Journal does little to clarify 
the situation. “The Satsop Company is preparing to do considerable 
railroad construction before next spring. They have about ten miles 
of new road already laid out, and nearly two miles graded. The main 
branch and feeders are being extended into the south half of Township 
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20 North, [Range] 5 West, south of Lake Newatzel (sic). Draham and 
Bordeaux, as well as the company, will put in camps on the new road 
when it is ready." Possibly the grade seen in Section 25 of Figure 7-7 
represents this projected right of way, but there 1s no evidence that it 
was ever completed. The same proposal could have been the origin of 
the reported 10 mile branch mentioned in the Oregonian. 


In 1891, when the Washington Southern Railway Company bought 
the line, the western end of the Satsop Railroad Company was at 
Lake Nahwatzel. Interestingly, the 1891 tax record of Mason County 
suggests that at the time the tax was levied, the company had already 
pulled its rails back to a point approximately three miles east of the 
lake. Specifically, the railroad was assessed only for track in Sections 
12, 13, 24, and 23 of Township 20 North, Range 5 West. The last 
active logging along the Satsop Railroad Company took place in 
these sections. 


In 1895 the newly incorporated Peninsular Railway Company те- 
laid rail on the abandoned Satsop Railroad Company grade between 
Section 12 and Lake Nahwatzel. Also, a few years later, it used this 
segment of right of way as a jumping off point when it built its line 
around the north side ofthe lake. Figure 7-9 is part of the 1909 timber 
cruise of Mason County. It shows the location of the Peninsular 
Railway Company in Section 4 of Township 20 North, Range 5 
West. 


The foresight of the owners of the Satsop Railroad Company was 
evident in 1892 when the Washington Southern Railway Company 
sank into receivership at the beginning of a severe economic 
downturn which affected the entire United States. In 1895 the railroad 
was restructured once again. To that end, the Peninsular Railway 
Company was incorporated in Shelton on 12 June 1895. Shortly 
thereafter the new enterprise bought the assets of the Washington 
Southern Railway Company from J. D. Lowman of Seattle. Only 
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1909 Mason County Timber Cruise 





Figure 7-9 


one week prior to that transaction, Lowman had purchased the entire 
railroad from Isaac Dobson, the receiver of the Washington Southern 
Railway Company. 


Over the next thirty years the Simpson Logging Company increased 
its ownership and control of the Peninsular Railway Company. On 
20 February 1936 the railroad’s Board of Directors voted to dissolve 
it aS a separate corporation, noting that the sole owner was the 
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Figure 7-11 1909 Mason Co. Timber Cruise 





simpson Logging Company. After 7 May 1936, the line operated as a 
subsidiary of the parent logging company. 


Two other logging companies warrant further discussion. Both were 
organized after the corporate structure known as the Satsop Railroad 
Company passed out of existence. The two companies operated their 
own railroads, which terminated at various points along the original 
right of way of the Satsop Railroad Company. 


A 


Figure 7-10 Mason Со. Logging Company RR 
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The first of these was the Mason County Logging Company, 
incorporated at Shelton on 25 July 1892. Figure 7-10 outlines several 
of the connections it made with the former Satsop Railroad Company 
grade. The company also had branch lines which originated from 
the Peninsular Railway Company main line along Goldsborough 
Creek. However, that segment of main line was never part of the 
Satsop Railroad Company and is not represented in Figure 7-10. 
The Mason County Logging Company also built a large logging 
railroad in Thurston County which was not connected physically 
with operations in Mason County. See Chapter 23 of Gone But Not 


Forgotten, Abandoned Railroads of Thurston County, Washington for 
further details. 


One of the connections shown in Figure 7-10 remained in use after 
the Mason County Logging Company finished working in that area. 
Figure 7-11 is part of the 1909 timber cruise of Mason County. It 
represents Section 12 of Township 20 North, Range 5 West, which 
includes the area that came to be known as Hickson’s Wye. On 20 
December 1904 the logging company purchased rights to construct a 
logging railroad in this locale from Harry A. Winsor (Mason County 
Bill of Sale Book # 6, page 162). Sarah Hickson, a widow, sold the 
timber on her property to the Mason County Logging Company on 
2 April 1907 (Mason County Miscellaneous Book # 11, page 507). 
Figure 7-11 suggests that the track used to harvest timber had been 
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The Western Washington Logging Company was the second company 
that connected its railroad to the original right of way of the Satsop 
Railroad Company. Mark Draham incorporated this business at 
Shelton on 27 December 1898. Draham was an early entrepreneur of 
the logging industry as it developed in Mason County. He operated 
logging camps along the Satsop Railroad Company as early as 1890. 
About 1910, when his Mason County timber holdings were exhausted, 
he incorporated the Mud Bay Logging Company and moved operations 
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Figure 7-13 


to Thurston County. A short biography of Draham appears in Chapter 
5 of this book. Chapter 28 of Gone But Not Forgotten, Abandoned 


Railroads of Thurston County, Washington has additional information 
about the Mud Bay Logging Company. 


Figure 7-12 locates the Western Washington Logging Company 
Railroad. It joined the Satsop Railroad Company grade near the place 
where Dayton Airport Road intersects with today’s Simpson Timber 
Company Railroad. Figure 7-13 shows the connection as it appeared 





Figure 7-14 Grade, Railroad Ave. in Shelton 


in the 1909 timber cruise of Mason County, after the Peninsular 
Railway Company rebuilt its line on the north side of Dayton. 


A tour of the Satsop Railroad Company should begin in downtown 
Shelton. Figures 8-3 and 8-4 are useful for orientation. Although 
Railroad Avenue took its name from this line, the only remnant of the 
railroad between Front Street and 11" Street is at 230 West Railroad 
Avenue. Here track has been re-laid in the approximate position of 
the original Satsop Railroad Company right of way. Figure 7-14 
looks northwest over Railroad Avenue toward the tracks, occupied by 
Simpson Logging Company locomotive # 7. 


This Lima Shay engine was built 14 January 1924 and was called “Ed 
Elliott” while in active service. When donated to the City of Shelton on 
22 May 1959, it was renamed “ТоШе” in honor of Mrs. Sol Simpson, 
wife of the founder of the Simpson Logging Company. From the 
perspective of historical accuracy, there had been a locomotive named 
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Figure 7-15 ` TheFirst “Tollie” | | = Figure 7-16 


“ТоШе” on the roster of the Simpson Logging Company in the early 
20" century. It was a 2 truck Heisler engine built in August, 1896, and BREST T ЗТ Shelton 
carried the # 5. Courtesy of Peter J. Replinger, Figure 7-15 shows the OMEN. En ne = ea ee iss oe è Е Е Ж Matlock 
original “Tollie” at work. qd. x x Ad = pue Е" P S Road 


The Simpson Timber Company now uses the old Shelton 
Southwestern Railroad Company grade (see Chapter 8) between 
11" Street and the company’s current log dump situated south of the 
mouth of Goldsborough Creek. 


West of downtown Shelton, the Satsop Railroad Company grade 
separated from today’s Simpson Railroad at a point immediately east 
of Highway 101. As it curved south, it lay just west of the Shelton 
Southwestern Railroad right of way. West of Highway 101 the 
railroad followed the path now used by Shelton Matlock Road to a 
place just east of the intersection with Shelton Valley Road. Figure 
7-16 is an aerial photograph showing the course of the railroad as it 


Figure 7-17 | At Shelton Valley Road 
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crossed today's Shelton Valley Road. Figure 7-17 looks northwest 
at the place where the line crossed Shelton Valley Road. Here an 
elevated grade can still be found in the woods immediately west of 
Shelton Valley Road. 


Immediately west of Figure 7-17, twentieth century excavation has 
eliminated a segment of the old grade. However, 150 yards farther 
west, the right of way remains visible behind Station £ 2 of Westside 
Dayton Fire District 16, as demonstrated in Figure 7-18. Here, 
dense brush makes it difficult to follow the grade. Continuing west, 
the right of way can be found south of Shelton Matlock Road. The 
grade is constantly at a lower level than the road, as both ascend the 
hill west of the junction of Shelton Valley Road and Shelton Matlock 
Road. Figure 7-19 looks west along the path of the old railroad, 
covered nowadays with ivy, as it gains elevation. 
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Figure 7-18 Behind Fire Station # 2 
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Where Shelton Matlock Road turns southwest, it begins to lie upon 
/ Shelton Matlock the railroad right of way. After only a short distance, the grade 

S% separates again from Shelton Matlock Road. Figure 7-20 was taken 
looking southwest at the point of separation. A short walk along the 
grade brings you to the place shown in Figure 7-21, which looks 
northeast, back toward Shelton Matlock Road. Drive 500 yards west 
of the location of Figure 7-20, to a place where a logging road leads 
south from Shelton Matlock Road. This road can be followed to a 
spot where it crosses the old railroad grade. Figure 7-22 illustrates the 
position of the grade 1п this area. 


Farther west the railroad grade merges once more with Shelton 
Matlock Road and then, after a short distance, the two rights of way 
separate again. At the point of divergence a spur continued in a 
westerly direction, and is used now as the driveway at 3517 Shelton 
Matlock Road. Figure 7-23 looks west along the spur. 





Figure 7- TE БАТУ —— — Northeast. 
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Figure 7-22 Along Shelton Matlock Road Figure 7-23 View West along Spur 
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Beyond the origin of this spur, the main line of the Satsop Railroad 
Company curved northwest and was situated west of Shelton Matlock 
Road. The railroad crossed the road at 4380 Shelton Matlock Road. 
Figure 7-24 1s a photograph at that address, looking toward the east 
side of the road. The driveway shown here occupies the old grade. A 
short distance to the east, the railroad began a sharp curve north, and 
E SER — 3 then northwest, along the path of the driveway, and soon recrossed 
Shelton x yu ; j йе к 52) Ee | Shelton Matlock Road. Figure 7-25 clarifies these relationships. 
Road Figure 7-26 is a photograph looking southwest at 4700 Shelton 
Matlock Road. The grade made a gentle curve as it ascended a slight 
elevation. Figure 7-27 was taken from the top of the elevation and 
looks northeast, back toward 4700 Shelton Matlock Road. Figure 
7-28 looks southwest along the right of way from the same position 
where Figure 7-27 was obtained. Farther southwest a long spur 
| diverged from the railroad, immediately before the main line crossed 
Figure 7-24 4380 Shelton Matlock Road Goldsborough Creek. West of the creek, an additional spur split off to 
the southwest. Both spurs are illustrated іп Figure 7-25. 
hte "m ощ Matlock VOR ^a 5” ОА To reach the spur that originated west of Goldsborough Creek, drive 
г > west on Shelton Matlock Road and turn left (south) at Carman Road. 
Figure 7-29 was taken where Carman Road terminates. Three non- 
county roads converge at this point. Here the grade of the Satsop 
Railroad Company main line crosses the south end of Carman Road. 
Interestingly, none of the three non-county roads are built upon the old 
railroad grade. Follow the extension of Carman Road south to Eagle 
Tree Ranch, located at 201 Carman Road. From that address Figure 
7-30 looks southeast toward the spur which was located on the west 
side of Goldsborough Creek. 


Return to Shelton Matlock Road and drive west. At the place where 
the road joins the Simpson Timber Company Railroad, the Satsop 
Railroad Company grade merges with the modern railroad. Follow 
Shelton Matlock Road and then turn right (north) at Dayton Airport 





Figure 7- 05” Along Shelton Matlock Road 
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Road. Immediately north of the Simpson Railroad, the Satsop 
Railroad Company grade crossed the road at 4491 Dayton Airport 
Road. According to the 1 January 1904 edition of The Mason 
County Journal, “Millard Lemon, of Olympia, has been engaged in 
surveying and laying out the work for the new cut now being made 
on the Peninsular Railroad to lessen the grade on a stretch of track 
near Dayton.” Figure 7-31 is a photograph taken looking southeast at 
4491 Dayton Airport Road. The original right of way, abandoned in 
1904, 15 easy to see. Figure 7-32 1s an aerial photograph which locates 
the old grade. Also shown is Mark Draham’s Western Washington 
Logging Company Railroad, although that line was not built until 
approximately 1898. At the time of construction, Draham’s railroad 
connected with the original Satsop Railroad Company grade. 


Resume driving west on Shelton Matlock Road and then turn right 

E EE acr OS EE UE (aeu i. =| (north) at Metzler Mill Road. The branch line seen in Figure 7- 
jm 7- 30 View SE " 201 [guum Road 8 crossed the road at 251 Metzler Mill Road. Figure 7-33 looks 
southwest along the grade at that address. Figure 7-11 suggests that 
when the 1909 timber cruise of Mason County was recorded, most 
of that branch line had been removed. By that time the Peninsular 
Railway Company had added another switch off of the main line, 
and the area was known as Hickson’s Wye. Figure 7-34 is a current 
aerial photograph of the region. Figure 7-35 15 courtesy of the Green 
Diamond Resource Company, and shows the region as it appeared in 
1946. Most of the grades which originated at Hickson’s Wye can be 
recognized. 


Go back to Shelton Matlock Road and drive west for a short distance. 
Stop at the intersection with Kidd Road. Figure 7-36 looks north at 
that spot. Here the branch line seen in Figure 7-8 crossed today’s 
Shelton Matlock Road. South of this point, Kidd Road occupies 
the old grade. Follow Kidd Road south for approximately .26 mile. 
Figure 7-37 faces south where Kidd Road turns left (east) while the 
branch line continued in a southerly direction. 
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The 1891 tax record of Mason County specified the sections in which 
the Satsop Railroad Company operated. The document indicates 
that the above branch line began in Section 12, passed south through 
Sections 13 and 24, and then turned west and terminated 1n Section 23 
of Township 20 North, Range 5 West. Figure 7-38 is a map prepared 
by Peter J. Replinger from data supplied to him in the 1980s by Lewis 
and Edith Elson. The Elsons spent many years searching for glass 
bottles at places where logging camps had existed. They were able 
to locate these sites by interviewing elderly area residents. Logic 
suggests that Satsop camps numbered 10 and 13 were located along 
this branch. 


M etzl er Mill R oad | unti RAS S. а ES —] Verifying the location of the line to these camps proved to be daunting 
; = because parts of the right of way could not be examined on the 
Figure 7-33 25] Metzler Mill Road ground. The undocumented portion of this branch is indicated by 
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1946 Aerial hotograph, Black Arrows Indicate Location of Hickson's Wye 








a dashed line in the route map on the first page of this chapter. The 
grade near Satsop Camp 13 can still be seen in the modern aerial 
photograph reproduced in Figure 7-39. Тһе region displayed is in 
the north half of the southeast quarter of Section 22 in Township 20 
North, Range 5 West. This may have been the farthest extent of the 
construction mentioned earlier in the 10 October 1890 edition of The 
Mason County Journal. 


For access to the area where Hickson's Wye was located, drive west 
on Shelton Matlock Road and turn right (north) at the road on the east 
side of the Simpson Dry Sort Yard. Take the first right turn and then, 
almost immediately thereafter, the first left turn, in order to reach the 
wye. The land here is relatively flat. No remnant of the western arm 
ofthe wye can be found. Only the faintest footprint of the eastern arm 
remains, where Figure 7-40 was taken looking toward the northeast. 
Se Ege aA ES I OCS la Siac ese eRe Se ome vo ео _| The spot where the wye connected with the current Simpson Railroad 

Figure 7-36 View North from Kidd Road can be seen in the distance. 





Return to Shelton Matlock Road and drive west to the west entrance 
of the Simpson Dry Sort Yard. Turn right (north) and stop after 200 
yards. Figure 7-41 looks east at the place where, in 2006, the Simpson 
Railroad terminates. This is the westernmost part of the original 
Satsop Railroad Company right of way which 15 still in use. Figure 
7-42 looks west from the same point. 


Farther west, the now abandoned Simpson Railroad grade curves to 
the right, while the original Satsop Railroad Company continued 
straight ahead, crossing the path of today’s Shelton Matlock Road. 
The imprint of the old grade can still be seen in Figure 7-43, courtesy 
of Green Diamond Resource Company. Growth of a new forest 
makes it difficult to see the elevated right of way glimpsed in Figure 
7-44. This picture was taken looking west while standing on the 
abandoned Simpson Railroad grade. The location is at the place 
where the westbound Simpson grade curves right, away from Shelton 
Matlock Road. 
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Figure 7-38 | Logging Camp Locations Provided by Lewis 
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Figure 7-44 ` East of Lake Nahwatzel | ` Figure 7-46 West Terminal of Railroad 








The Satsop Railroad Company right of way joins today's Shelton 
Matlock Road approximately 300 yards west of the position where 
Figure 7-44 was taken, and follows the road almost all the way to 
Lake Nahwatzel. Immediately east of the lake, Shelton Matlock Road 
curves southwest, while the railroad grade passed directly west before 
curving northwest to join West Nahwatzel Beach Drive. Figure 7-45 
looks east from 51 West Nahwatzel Beach Drive to the place where 
the grade begins to curve northwest, before terminating at about 
111 West Nahwatzel Beach Drive. Figure 7-46, courtesy of Green 
Diamond Resource Company, 15 a 1946 aerial view of the place where 
the terminal was located. 


In 1887 the Satsop Railroad Company planned to extend its line all 
the way to Grays Harbor. Evidently the scheme progressed far enough 
to have at least some of the right of way surveyed. Figure 7-47 1s a 
part of undated map # 1033 in the collection of the Washington State 
Archives. The name “Satsop Extension Road” suggests that this road | | | 
was built on a right of way surveyed for the railroad. Es X |. j C BD AR 


Years ago the Simpson Timber Company stopped logging by railroad E 5 eta | 


and began using trucks to bring logs from the woods. Fortunately jme 7-47 Road Survey at Lake NES el | 
for those interested 1n seeing places that were important in the early 


history of Mason County, several miles of the Simpson Timber 
Company Railroad remains in use today. A significant part of the 
surviving line, from the Simpson Dry Sort Yard to downtown Shelton, 





is a direct descendant of the Satsop Railroad Company. 
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Shelton Southwestern Railroad Company 





Between 1889 and 1905 a logging railroad was located in the Shelton 
Valley, southwest of the city of Shelton, Washington. Incorporated 
as the Mason County Central Railroad Company on 25 July 1889, 
the line was reincorporated officially on 24 August 1892 as the 
Shelton Southwestern Railroad Company. А second reincorporation 
occurred on 27 April 1898, resulting in the Shelton Southwestern 
Railway Company. Тһе railroad's last train operated about 1902, and 
the line was officially extinct by 30 June 1905. One small segment of 
the original right of way survives as an active track between 9" Street 
and the waterfront, in downtown Shelton. 


The history of this railroad parallels the life story of William H. 
Kneeland. Not only was Kneeland one of the founders of the line, he 
was also its superintendent during the time it was the Mason County 
Central Railroad Company. Both the railroad and the man went 
through alternating periods of prosperity and failure. Log Towns, by 
Michael Fredson, and History of Mason County, Washington, by Dr. 
Harry W. Deegan, provide detailed examinations of the life of William 
H. Kneeland. 


Kneeland was born 11 December 1849 at Lincoln, Maine. When he 
was thirteen years old his father died of wounds sustained in the Civil 
War while serving in the 17^ Maine Volunteer Infantry. Seeking his 
fortune, Kneeland went to the oil fields of Pennsylvania where he 
developed technical innovations that earned him a small fortune. He 
brought this fortune to Shelton in 1882 and purchased two thousand 
acres of timberland in the Shelton Valley. Kneeland's sawmill was 
constructed in the west half of the northwest quarter of Section 25 in 
Township 20 North, Range 4 West. The mill 15 seen in Figure 8-1, 
courtesy of the Mason County Historical Museum. A flume carried 


lumber from the mill to downtown Shelton, where it was shipped to 
distant markets. 


Financial reverses caused Kneeland to lose control ofthe sawmill, and 
it was sold by the Mason County sheriff for back taxes in December, 
1885. Kneeland returned to solvency and was able to reacquire the 
mill in October, 1889. Subsequently he moved the sawmill to Front 
Street in Shelton, near the terminal of the recently constructed Mason 
County Central Railroad Company. Priorto his death in 1910, William 
H. Kneeland was a prime mover in the development of Shelton. He 
built the Shelton Opera House and the Kneeland Hotel. He was 
involved in several other local businesses including oyster growing. 


Figure 8-2 1s part of a 1909 timber cruise of the Shelton Valley. The 
property where Kneeland's sawmill had been sited 1s designated as the 
"Kneeland Ranch". The railroad, by that time abandoned for several 
years, was located not far from the original mill site. 


Allen C. Mason, a real estate developer in Tacoma, Washington, 
played a large role in the formation of the Mason County Central 
Railroad Company. He secured funding for construction of buildings 
and right of way, and for purchase of locomotives and rolling stock. 
To capitalize his part of the venture, Kneeland deeded to the fledgling 
railroad his timberland purchased in 1882 (Mason County Deed Book 
J, page 168, dated 15 August 1888). 


Poor's Manual of Railroads, Edition of 1890, provides a synopsis of 
the railroad as it existed shortly after its creation. W. H. Kneeland of 
Shelton was President and Superintendent, N. H. Owens of Olympia 
was Vice President, and Martin Lewis of Shelton was Secretary and 
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Figure 8-1 5 Kneeland Sawmill, Located in the Shelton Valley 








Treasurer. The line owned one locomotive, four freight cars, and two 
other cars. The main line was proposed to be 45 miles long, from 
Shelton to Grays Harbor, and was "intended to connect with the Puget 
Sound and Gray’s Harbor and the Port Townsend Southern RRs". 


у 


), | мүм 


Poor's Manual of Railroads also noted that the main line had been 
graded for about 6 miles (to a place near the west end of the north 
side of Isabella Lake) and rail laid on the first 3 miles of right of way, 
starting at Shelton. The company planned to build two branches: from 
the end of the graded right of way to Olympia (a distance of 22 miles) 


METTI 
4 M 


Сұл pm Е О УГШУ xu AMAT | | 59 | and from Shelton to Hood Canal (a distance of 16 miles). Neither of 
ree e" ja ЖҰ аат И these projected extensions was built. 

pe T Е ==. (СА = | Оп 14 January 1890, Allen C. Mason purchased the entire railroad 

CON ! dut ТТА 5.26 along with its extensive Shelton real estate holdings. The deed (Mason 

ты mU С 22 Qe ДЕ [ “ХА з ^ County Deed Book О, page 462) included the first 5 % miles of main 


line “now partly constructed and still in the course of construction, 
being built and owned by the Mason County Railroad Company and 
running from Sheltonville in a southwest direction. Also a part being 
РУ таны r a - | constructed which branches off the main line of the railroad at a point 
att requerir I ALA SS TLS ^ А nearthecenterofSection 35, Township 20 North, Range 4 West, and runs 
не” д i — "| ina westerly direction through Sections 35, 34, 33, 32, 31, 28 and 29 of 
Township 20 North, Range 4 West, called the West Branch Number 1". 


Although the “West Branch Number 1" never reached as far as the 
deed projected, this spur eventually extended to a point slightly west 
ofthe junction of today's West Deegan Road and Shelton Valley Road. 


Volume 3 of Encyclopedia of Western Railroad History, by Donald 
B. Robertson, summarizes information about construction of the line, 


gleaned from The Railway Age. 


Pes 2% >... - $ February 1, 1890: “About 100 men are building a six mile extension; 
SPA ee 3 ше" 4% Allen C. Mason is the owner.” 
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Engine # 2 “The Kneeland Lokey” 
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October 30, 1891: "Now eight miles out from Shelton into the 
timber; to add ten miles to Northern Pacific at Kamilche." 


November 27, 1891: “Will build to Summit next spring.” (Figure 
1-2 in Chapter 1 illustrates the uncertainty, in 2006, which exists about 
the location of *Summit"). 


Following 1891 a connection to another railroad at "Summit" did not 
materialize, but this was the first serious attempt by Shelton's business 
community to establish a rail link between Shelton and markets 
outside the local area. 


In 1892, the railroad was reorganized as the Shelton Southwestern 
Railroad Company. Allen C. Mason headed the Board of Directors. 
William H. Kneeland was not a member of the board, but stayed on as 
President of the railroad. Two years later, іп 1894, continuing effects 
of the depression of 1893 caused the Shelton Southwestern Railroad 
Company to fall into receivership. In 1897 Kneeland was appointed 
receiver for the railroad when William Maxwell, the previous receiver, 
resigned the position. 


Encyclopedia of Western Railroad History contains additional facts 
about the railroad, culled from Interstate Commerce Commission 


records. Information comes from the time when the line was known 
as the Shelton Southwestern Railroad Company, and also later, after 
reincorporation as the Shelton Southwestern Railway Company. 


"Shelton Southwestern Railroad Co. was first shown for 6/30/92 as an 
operating independent with 6 miles owned and in use; it was extended 
to 12 miles each by 6/30/93. The carrier was placed in receivership 
on April 1, 1894. Mileage was increased to 20 by 6/30/00 and then 
unchanged through 6/30/02. By 6/30/03 it was 10 miles owned, none 
in use. By 6/30/04 it had been reduced to 3 miles and inactive." 


Although the change in name of the company in 1898 from Shelton 
Southwestern Railroad Company to Shelton Southwestern Railway 
Company appears minor, actual changes in the business were 
profound. While saddled with interest payments on $125,000 worth 
of bonds (payable to Allen C. Mason's Tacoma based Mason Mortgage 
Loan Company) the railroad could not emerge from receivership. 
Eventually the Superior Court dictated that the Shelton Southwestern 
Railroad Company be liquidated in order to pay delinquent interest 
owed on its corporate bonds. Mason County Miscellaneous Book X, 
page 380, described the railroad on 5 February 1898 as it emerged 
from receivership. The length of the main line was 12 miles plus 2402 
feet. The line terminated at a point near the east line of Section 18 of 
Township 19 North, Range 4 West. 


The big loser in these proceedings was Allen C. Mason. His mortgage 
company received only about ten cents for every dollar of its bonds. 
However, what was bad for Mason was good for the Shelton business 
community. George Cyphert, the named purchaser of the railroad, 
reincorporated it as the Shelton Southwestern Railway Company. 
Mark Draham, owner of the Western Washington Logging Company, 
became one of the directors of the reorganized enterprise. Some 
of Draham's later activities in Thurston County, with the Mud Bay 
Logging Company, are presented in Chapter 5. 


Draham's company operated at least one logging camp using a 
branch line connected with the Shelton Southwestern Railroad 
Company. Figure 8-49 shows this spur in Section 4 of Township 19 
North, Range 4 West. His Western Washington Logging Company 
also constructed several segments of railroad (see Chapter 7) which 
used the Peninsular Railway Company to move logs to the Shelton 
waterfront. Northeast of Lost Lake, there was a physical connection 
(demonstrated in the 1909 timber cruise of Mason County) between 
one of Draham's Western Washington Logging Company grades and 
the Shelton Southwestern Railroad Company. 
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Figure 8-3 Early 20th Century Map of Shelton 
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In March, 1898, two locomotives on the roster of the Shelton 
Southwestern Railroad Company were involved in a swap. Engine # 
2 was known as “Тһе Kneeland Lokey" and 1s illustrated on page 153. 
After several years of service, the weight of this engine was causing 
unacceptable damage to the company's relatively light rail. The 
engine was traded to the Blakely Railroad for the lighter locomotive 
Skookum, shown on pages 5 and 273. 


Begin your tour of this railroad оп 1* Street in Shelton. Figure 8- 
3 shows this area at the beginning of the 20% century. Nowadays 
the tracks located immediately south of Goldsborough Creek mark 
the location of the right of way built initially by the Mason County 
Central Railroad Company. From here, drive north on 1* Street and 
turn left (west) on Railroad Avenue. Travel west to 9" Street, where 
present day tracks cross Railroad Avenue. West of this point the 
grade lay immediately south of the current Simpson Timber Company 
Railroad for several hundred yards. 


Farther west, the right of way of the Shelton Southwestern Railroad 
Company began to curve southwest, away from the location of today's 
simpson Timber Company Railroad. To understand the relationship 
between the currently existing track and the Shelton Southwestern 
Railroad Company, it 15 helpful to point out that before 1904, а third 
railroad right of way existed in this area. 


When constructed initially, the right of way of the Satsop Railroad 
Company (see Chapter 7) lay south of the position of the current 
simpson Timber Company Railroad, and generally followed the route 
oftoday's Shelton Matlock Road to a point approximately 1.5 miles east 
of Dayton. In 1904 that line was abandoned when a better engineered 
grade (still used in 2006) was built north of Shelton Matlock Road. 


Figure 8-4 clarifies the positions of the three grades. The rights of 
way of both the Shelton Southwestern Railroad Company and the 


Satsop Railroad Company curved southward to cross Goldsborough 
Creek behind the building at 2340 West Railroad Avenue. Figure 8-5 
looks west at that address. Figure 8-6 15 a view to the southwest near 
the two grades and shows the remnant of the north abutment for the 
trestle across Goldsborough Creek. South of the creek, the courses of 
the railroads separated. 


Continue driving southwest on Railroad Avenue and then turn left 
(south) onto East Deegan Road. Immediately north of the bridge over 
Coffee Creek 1s the place where East Deegan Road begins to occupy 
the old railroad grade. The road can be followed to the place where 
construction of Highway 101 obliterated both that part of Deegan 
Road, and the railroad grade upon which it was built. 


Return to Railroad Avenue and turn left (west) on Shelton Matlock 
Road. After passing under Highway 101, turn left (south) on West 
Deegan Road. Approximately 0.4 of a mile south of Shelton Matlock 
Road, West Deegan Road begins turning to the southwest. The grade 
crossed West Deegan Road immediately south of the residence at 460 
West Deegan Road. West of that address, remnants of the right of way 
can be found 30 feet north of the road. Approximately 150 feet farther 
west of that point, the old grade merges with the present county road. 


West Deegan Road follows the main line of the railroad as far as the 
location of Figure 8-7. This photograph was taken approximately 150 
yards east of the driveway for the residence at 2030 West Deegan 
Road. At this point the main line veered slightly to the south and 
began to climb the hill south of West Deegan Road, as it made its 
way toward Isabella Lake. The spur called “West Branch Number 1” 
continued west along West Deegan Road. 


Drive west to the place where West Deegan Road ends at Shelton 
Valley Road. Across Shelton Valley Road (a few feet south of the 
intersection) is a driveway which occupies the west end of “West 
Branch Number 1". Turn left (south) on Shelton Valley Road and 
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Figure 8-4 Modern Aerial Photograph of Shelton 
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proceed to Cloquallum Road. Turn left (east) on Cloquallum Road 
and stop at 3324 Cloquallum Road. Figure 8-8 is a photograph of the 
view northeast at that address. Here the grade of the main line, after 
leaving West Deegan Road, 15 seen joining Cloquallum Road. Figure 
8-9 1s an aerial photograph of the area. А gravel road (not seen in 
Figure 8-8) leads directly north from this point and then makes a left 
(west) turn. Follow the gravel road west to the place where Figure 8- 
10 was taken. The photograph shows the view to the northwest where 
the grade crosses the gravel road. 


Return to Cloquallum Road and turn right (west). You will be driving 
on the former railroad grade until you arrive at 3890 Cloquallum 
Road. At that address Figure 8-11 illustrates the place where the right 
of way diverges from today's road. Figure 8-12 suggests that in 1909, 
after the railroad was abandoned, this segment of right of way was 
used as a wagon road. Figure 8-13 is a modern aerial photograph of 
this area. 
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Drive west on Cloquallum Road to Loertscher Road and turn left 
(south). Hartley Loertscher lives at 251 Loertscher Road. He kindly 
demonstrated the location of the railroad on his property. Figure 8- 
14 1s a photograph showing the view from the Loertscher residence, 
looking directly south over Gosnell Creek. The right of way coursed 
from left to right, south of the creek. East of this position (toward the 
left, in the photograph) the railroad used a high trestle to cross Gosnell 
Creek. Figure 8-15 looks southwest from the north end of the former 
trestle. The brake shoe displayed in Figure 8-16 was found on the 
north side of the creek. 


Figure 8-17 was taken south of the creek. The picture looks northwest 
over the abutment used for that end of the trestle. Somewhat farther 
southwest, Figure 8-18 shows the right of way as it begins to curve 
west, before emerging from the woods on the left side of Figure 8-14. 
Figure 8-19 was taken from a position near the right end of the grade 
shown in Figure 8-14. It looks west along the path of the old railroad, 
where it was located immediately south of the residence at 551 Elson 
Road. 


AL Maur T E 


View SW at Gosnell Cr 


i ” д ` 95 Ғғ» X 

CNN NM 7 X |} ЖА. КУ, PN 
IL У L3 2.7 М REN е PA ме, 
2: s УА 52 2 E wc 


el 


Return to Cloquallum Road and drive west to Elson Road. Turn left 
(south) and follow Elson Road to its termination. Figure 8-20 looks 
east at 551 Elson Road. West of this point Elson Road occupies the 
railroad grade as far as the area immediately southeast of Gosnell 
Creek. Figure 8-21 was taken from Elson Road approximately .125 
miles south of Cloquallum Road. The photograph looks southeast, 
immediately north of Gosnell Creek. The old grade 15 barely visible. 
Figure 8-22 shows the view northwest from the same location. In 2006, 
the right of way is occupied by trees growing along a fencerow. 


Drive back to Cloquallum Road and turn left (west). As you progress 
along Cloquallum Road, the railroad grade moves closer to the 
highway, always remaining north of Gosnell Creek. At the junction of 
Bolling Road and Cloquallum Road, the right of way is only a few feet 
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Figure 8-16 Brake Shoe Found along Маш Глпе 
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Figure 8-18 rade South o 


Figure 8-20 - 


Trestle View West toward 551 Elson Road 








south of Cloquallum Road. Immediately west of that point the grade 
turned southwest, and 1s located between the creek and a segment of 
pavement that, several years ago, was the northern end of Wivell 
Road. Figure 8-23 demonstrates these relationships. Over time, many 
revisions have been made to roads in this area. Figure 8-24 15 taken 
from a 1909 timber cruise of Section 3 of Township 19 North, Range 
4 West. The “old grade" seen in the lower left hand corner represents 
the abandoned railroad. Later the “wagon road" immediately north 
of the railroad grade became Wivell Road. Subsequently, a portion 
of today's Cloquallum Road was built west of the area designated as 
"bottom" in Figure 8-24. Even later, the termination of Wivell Road 
was moved to the newly constructed part of Cloquallum Road. 


The railroad grade can be found south of Cloquallum Road, 
approximately 100 feet southeast of the old (now unused) north end of 
Wivell Road. A deep cut identifies the right of way, lying immediately 
northwest of the creek. The grade continued southwest, passing 
behind the residence at 131 Wivell Road. Before following the old 
right of way farther southwest, take a side trip along one of the branch 
lines of the Shelton Southwestern Railroad Company. 





Drive a short distance west on Cloquallum Road to Rock Creek 
Road and then turn right (north). This was the wagon road seen 
east of the “bottom” in Figure 8-24. The railroad's spur to Mark 
Draham's logging camp (see Figure 8-49) was the original occupant 
of this right of way. Figure 8-25 is a photograph that looks north. It 
indicates where the railroad grade diverged from Rock Creek Road, 
approximately .25 miles north of Cloquallum Road. 


Return to Cloquallum Road and turn right (west). Next, you will 
immediately need to turn left (south) on Wivell Road. Wivell Road 
makes a sharp right turn at the place where Badger Lane extends 
straight ahead, to the south. The grade of the main line crossed و‎ SR | e 
Badger Lane 100 feet south of the lane's intersection with Wivell Е шкы. E 

Road. The residence at 151 Wivell Road was constructed over the Figure 8-22 Elson Road, North of Gosnell Creek 
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Figure 8-23 Aerial Photograph at Wivell Road 


former railroad grade. Figure 8-26 shows the view from east of the 
home, looking west across Badger Lane (the lane cannot be seen in 
the picture). West of the house, the grade crossed to the northwest 
side of Wivell Road and hugged that side of today's road as it curved 
to the south. Farther south Wivell Road now occupies the old grade. 


Figure 8-27 comes from a 1909 timber cruise of Township 19 North, 
Range 4 West. The route of the abandoned “old grade" is clearly 
marked. Drive south on Wivell Road for 1.5 miles to the place where 
the road ends at Keyhole Valley Ranch. Figure 8-28 captures the 
view looking south, through the ranch, along the railroad's main line. 
Today, access to the area south of this point 1s challenging physically 
due to rough terrain and the scarcity of roads. Note that the main line 
of the railroad remains on the north side of Gosnell Creek, south and 
west of Keyhole Valley Ranch. 





= 2, 


E 


| 


ll А 
ШІ 
// 


ӨТШТ 
шеді" \\' 


( | m | 
lj 
М 
a 


VN 
АД 
~ 


vet 


ES 


“Ж 


Wy 


YN qz К 

ШІ И Еа 
мк, Sz 9% 

ТЕРІН 


| 1909. a Rock Creek Road 


Figure 3 24 | 


Return to Cloquallum Road and travel west to Lost Lake Road. The 
most picturesque countryside traversed by the railroad lies south of 
this location and will be explored later. The main line of the railroad 
crossed Cloquallum Road at this intersection, from south to north. 
Figure 8-29 15 an aerial photograph of the area near Lost Lake. Turn 
right and travel north on Lost Lake Road. Lost Lake Road occupies 
the railroad grade until the two rights of way separate immediately 
north of 861 Lost Lake Road. At that point the railroad grade begins 
to lie west of Lost Lake Road. Figure 8-30 demonstrates the grade 
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visible in the woods 80 feet west of 1050 Lost Lake Road. Farther 
north the grade crosses the road at 1123 Lost Lake Road. It can be 
seen in the view looking north, shown in Figure 8-31. 


Beyond this point the grade curved to the east. Return along Lost 
Lake Road and turn left (northeast) on Gallagher Road. Turn left 
onto the logging road shown in Figure 8-29, and drive north. Figure 
8-32 looks southwest along the railroad grade, from the logging road. 
Return to Gallagher Road and turn left (north). Drive to the junction 
of Gallagher Road and Grouse Road. Figure 8-33 looks west where 
the grade joined what 15 now Gallagher Road. A connection with the 
Western Washington Logging Company was located a short distance 
east of this point, along Gallagher Road. 


Drive back to Cloquallum Road and turn right (west) From 

1 ы Cloquallum Road turn left (south) on Bulb Farm Road. Follow Bulb 

emm 8-25 Spur t to o Draham Im m— TERE Farm Road as it curves east, and continue to the place where the road 

ends at a timber company gate. Take logging roads to the region 

ym. known as the Mud Lakes. Figure 8-34 shows the logging roads, and 

M E 4 5 | Wivell Road traces the course of the railroad through this scenic area. The figure 
| also indicates locations for figures 8-35 through 8-44. 
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Figure 8-35 looks northeast from a logging road in the southwest 
corner of Section 17, Township 19 North, Range 4 West. The railroad 
spur seen straight ahead can be followed to the main line. When you 
reach the main line, you may mistake it for a channel carved by a 
stream that now flows in the cut constructed when the railroad was 
built. The cut 15 located on the left (west) as you walk north along the 
spur shown in Figure 8-35. Cross the stream and walk west to find 
the grade of the main line as seen in Figure 8-36, a photograph which 
was taken looking west. Subsequently the grade curves northwest, 
immediately south of the Mud Lakes. Figure 8-37 was taken looking 
northwest, with Peter J. Replinger inspecting a deep cut found here. 
ед GS А RR ТТЕ а 22! Farther north, Figure 8-38 captures the beauty of the largest of the 
Figure 8-26 Main Le at Badger Lane Mud Lakes in a photograph looking north. Pilings remain in the lake 
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1909 Mason County Timber Cruise of Township 19 North, Range 4 West 
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Figure 8-27 
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over 100 years after the trestle was abandoned. 


Figure 8-39 is a modern aerial photograph of the southern part of the 
lake. To reach the grade on the opposite shore it is most practical to 
retrace steps and follow logging roads around the north side of the 
lake. Figure 8-40 looks south toward the pilings from the northeast 
side of the lake. Figure 8-41 is from the northeast side of the lake, and 
looks north. Immediately north of the lake, Figure 8-42 shows a view 
north across a ravine, with one trestle pole visible. 


Return along logging roads to the place indicated as 8-43 in Figure E ^ EV желер ost Lake 
8-34. This is a photograph looking north along the main line. Here E : LOCI ч Ag Ei 5 

the old grade emerges from the forest, crosses one logging road, and БЕР. neto E pee e a 
is now occupied by the logging road seen straight ahead. Travel north 
200 yards to the place identified as 8-44. Take the right fork to reach 
the spot shown in Figure 8-45. Here the main line continues north 
and eventually crosses Cloquallum Road at Lost Lake Road. 





Figure 8-29 n ZE View p vip Lake = 
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Figure 8-30 1050 Lost Lake Roa Figure 8-32 Grade Crossing Logging Road 
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Figure 8-34 Mud Lakes Region of TN Cam Locator for Figures 8-35 тета 3 44 
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p 3 37 . Cut South of Mud Lake 


A recurring theme in the history of the Shelton Southwestern 
Railroad Company was the quest to establish an interchange 
between itself and the Northern Pacific Railroad. Had this 
occurred it would have given the company a reason to exist after 
timber along the line had been exhausted. Beginning in the late 
19% century, businesses in Shelton sought connection with the 
nationwide rail system of the United States. This was not established 
permanently until 1925 (see page 18 in Chapter 1), but attempts 
to forge such a link continued as long as the company existed. 
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As noted previously, The Railway Age reported on 27 November 1891 
that the Mason County Central Railroad Company planned to connect 
with the Blakely Road at “Summit”. In 2006, it is unclear where this 
proposed junction was. "Summit" may have referred to Summit 
Camp and Telephone Station. However, a map produced in 1924 by 
the Northern Pacific Railroad suggests that the junction point might 
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Figure 8-38 Abandoned Shelton Southwestern Railroad Company Trestle across Largest Mud Lake 
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North-End of 
SSW Trestle 


Figure 8-39 Aerial Photograph of Pilings 





Ee osi y ЫЛ ЫЗ | | Pilings i in 
have been at Summit Junction (see Figure 1-2 in Chapter 1). The еә: WE o m | | Mud Lake 
map summarized that company's examination of preexisting grades ШӨ, 7 | : 
(as well as merely surveyed rights of way) that were being considered 
before the Northern Pacific Railroad finalized plans to extend its 
Summit Branch into Shelton. Figure 8-46 reproduces part of the map. 
It shows a connection between the abandoned Shelton Southwestern 
Railroad Company, near Mud Lakes, and Summit Junction. 


The Shelton Southwestern Railroad Company showed renewed 
interest in making a connection in 1895. The 5 October 1895 edition 
of the Mason County Journal reported that “A surveying party 
consisting of Speed Shelton, George Cyphert, George Draham and 
3 or 4 others, went out on the extension of the Shelton Southwestern 
road where Senator Kneeland is having a line located to connect the 
Shelton Southwestern with the Northern Pacific road. The parties 
interested are quite zealous in the matter and the work of surveying 
will no doubt be pushed to completion this time.” 





"Figure 8- 40 E View South from NE End of Lake 
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| Figure 8-41 NE Side of Largest Mud Lake 





On 3 April 1896 the newspaper noted that “Тһе Shelton Southwestern 
Railroad has recently purchased about 80 tons of rail for the extension 
of the railroad. In all the rails will build about two miles of road. By 
connecting with the *Till Shelton switch' on the Port Blakely road, only 
about 1% miles of grade remain to be constructed toward connecting 
Shelton with the N.P. We understand that a traffic agreement has 
already been made with that company so that there will be no question 
about securing trains over the road, when it 1s completed." 


Unfortunately the exact location of the “ТШ Shelton switch" remains 
unsiscovered. Levi Tillman Shelton was a 22 year old son of David 
Shelton (for whom Shelton, Washington was named) who lived with 
his father in the Oakland District of Mason County when the United 
States census of 1870 was taken. In 1888 he operated a logging 
camp tributary to the Puget Sound & Grays Harbor Railroad and 
Transportation Company. The Mason County Journal reported on 24 
February 1888 that “Till Shelton has his own camp already built on his 





Figure 8-42 
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Figure 8-43 View North along Main Line Figure 8-45 Grade Leading North to Lost Lake 
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claim up the Little Skookum Road and is now building the skid roads. 
He does not expect to commence hauling before the first of April". 
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Till Shelton purchased land and timber rights in Section 19 of 
Township 19 North, Range 3 West, in 1879 and 1880. This property 
is located immediately south of Kamilche. Although there must have 
been a “switch” into the Shelton camp in 1888, it seems unlikely that 
it remained in use 8 years later. By 1896 Till Shelton almost certainly 
had moved his camp to a new location along the Blakely Road, which 
would have been the location of the “ТШ Shelton switch". 
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The most likely scheme for this proposed junction between the 
Shelton Southwestern Railroad Company and the Northern 
Wee Sie a. | Pacific Railroad, using the Blakely Road as intermediary, is 
а-ы m illustrated in Figure 8-47. This map appears оп page 271 of Volume 

00 Yards North of Fig 3 of Encyclopedia of Western Railroad History. It was said to 
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Figure 8-46 1924 Northern Pacific RR Map 


Kely Mill Co. 


Figure 8-47 


ә» > 


Figure 8-48 
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1908 WA RR Commission Map 





have been made by the land department of the Northern Pacific 
Railway Company in 1897. The physical connection with the 
Blakely Road would have been through that company's spur, lying 
immediately south of Bulb Farm Road, as shown іп Figure 1-52. 


Whether this connection was completed, let alone used in any 
significant way, remains a matter of conjecture. Two maps from 
1908 agree with the 1897 Northern Pacific Railway Company map. 
Both show a junction between the abandoned grade of the Shelton 
Southwestern Railroad Company and the Blakely Road. Figure 
8-48 1s part of the 1908 Railroad Commission Map of Washington. 
Interestingly, the Commission's map from 1907 did not show the 
connection. Figure 8-49 comes from D. H. White's 1908 Map of 
Mason County, Washington. 
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A well defined grade which may have been a junction between the С SUE ESSE EC E SS] 
Blakely Road and the Shelton Southwestern Railroad Company 08 Map by D. H. White 
still exists in Section 18 of Township 19 North, Range 4 West. It 1s 
shown in Figure 8-50. Figure 8-51 was taken near the eastern end of 
the suggested connection. The photograph shows the view looking 
southeast along the main line of the Shelton Southwestern Railroad 
Company approximately 300 feet northwest of the junction point. 


The demise of the Shelton Southwestern Railway Company 
was finalized on 26 June 1905. William Н. Kneeland still owned 
the Shelton Southwestern Railway Company's remaining track 
beginning at the waterfront in Shelton and terminating at the south 
line of Section 24 of Township 20 North, Range 4 West. The terminal 
point was at the southeast corner of property owned by George Storts. 
Kneeland sold this property to the Peninsular Railway Company, 
which needed a larger log dumping facility in downtown Shelton, and 
also required additional space for rail car storage. At approximately 
the same time, Mark Reed, manager of the Peninsular Railway 1 Зей =” 
Company, concluded an agreement with the Blakely Railroad by | ENE Эу «ға 
which freight in and out of Shelton would be interchanged at Matlock. Possible Junction of Railroads 
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Main Line 


Most of the remaining segment of the Shelton Southwestern 
Railway Company was put to good use by the Peninsular Railway 
Company. Figure 8-52 shows a small portion of the former TBR со. 
main line, south of Goldsborough Creek, as it appeared in 1935. 


YEY ERHAEUSER 


Several attempts, over many years, failed to connect the Shelton 
Southwestern Railroad Company with the broader rail network of 
the United States. After 1905 the line no longer existed. In 2006, as 
memories dim with time, this railroad has become an obscure part of 


Mason County’s history. 
LOCK MILLER 


et ai. 


Figure 8-52 Remnant of Railroad in 1935 
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Stimson Mill Company 





Between 1916 and 1924 the Stimson Mill Company built and operated 
a railroad and logging camps northwest of McCleary, in Grays Harbor 
County. The enterprise was a continuation of the timber business 
carried on previously by the Blakely Mill Corporation. In 1916 the 
Port Blakely Mill Company (Chapter 1) began to concentrate on 
building and operating oceangoing ships. However, the company 
still owned sizable tracts of uncut timber, primarily in Grays Harbor 
County, as well as railroad and logging camp equipment. 


The Stimson Mill Company entered into a ten year lease agreement 
with the Blakely Mill Corporation on 4 May 1916. Terms ofthe lease 
stipulated that the Stimson Mill Company was to harvest old growth 
timber from the southern part of land owned by the Blakely Mill 
Corporation. Stimson would buy this timber at market price, and haul 
the logs to tidewater on the old Blakely Railroad between Summit 
Junction and Rollway. 


The origin ofthe Stimson Mill Company was in Muskegan, Michigan. 
There, between 1871 and 1888, Thomas Douglas (T. D.) Stimson 
and his family operated a successful logging, railroad, and sawmill 
business. In the mid 1880s the supply of high quality timber in the 
northern part of the lower peninsula of Michigan began to run out. T. 
D Stimson and his sons traveled to Seattle in November, 1884, and 
made a decision to relocate to Washington Territory. 


The move began in 1889 when sons Willard Horace (W. H.) Stimson 
and Charles Douglas (C. D.) Stimson moved with their families to 
seattle. The brothers bought timberland in the vicinity of Marysville, 
in Snohomish County, and also southwest of Belfair, in Mason County, 


in the area that later become the Tahuya State Forest. Additional land 
was purchased near Tillamook, Oregon and in California. 


Stimson’s Washington business was incorporated on 14 January 1890 
as the Stimson Mill Company, located at 2116 Vernon Place in Seattle. 
The company bought a sawmill located in Ballard, on Salmon Bay, 
and was producing finished wood products shortly after the date of 
incorporation. 


In Michigan the Stimsons had become experienced at logging by 
railroad. Prior to their move to Washington they owned and operated 
the Big Rapids & Western Railroad between Big Rapids and 
Muskegon, Michigan. A Lima Shay locomotive was built for the Big 
Rapids & Western Railroad їп 1887, and was designated engine # 23 
on that line. In 1891 it was transported to Marysville, Washington, 
where it was used on the Stimson Mill Company's МагувуШе logging 
railroad until approximately 1921. 


Charles Willard (C. W.) Stimson was the son of W. H Stimson, and 
the grandson of T. D. Stimson. He incorporated a new business, the 
Stimson Timber Company, оп 9 July 1913. Between 1914 and 1933 
this company operated an extensive logging railroad with a terminal 
on Hood Canal southwest of Belfair. The line was used to harvest the 
Tahuya peninsula timber purchased by W. H. and C. D. Stimson in the 
early 1890s. 


In 1916 the Stimson Mill Company determined that it could market 
more lumber than could be produced from timber provided by its 
Marysville and Hood Canal logging operations. The Blakely Mill 
Corporation's timberland and existing railroad equipment provided 
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Stimson Mill Company (Former Blakely Railroad) Engine # 5 
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precisely what the Stimson Mill Company required to access 
additional raw material. The agreement between the Blakely Mill 
Corporation and the Stimson Mill Company was a good fit for both 
organizations. 


Washington Utilities and. Transportation Commission Case # 7317 
(pages 27-30 and 84-85, available at the Washington State Archives) 
provides insight into both companies. Figure 9-1 1s a recently drawn 
map. It shows the Blakely timberland which Stimson agreed to 
harvest. Included in the agreement was the Camp R Spur, which the 
Blakely Railroad commenced building in 1913. When the lease was 
signed, it was anticipated that Stimson would use the Camp К Spur for 
access to the timberland shown in Figure 9-1. 


The Stimson Mill Company was allowed to use all of the Blakely 
Railroad and logging camp equipment, and it was required to return 
that equipment to the Blakely Mill Corporation at the end of the lease. 
Included were three locomotives and approximately 70 tons of rail. 
The rail was to be supplied by taking up the Blakely track between 
the Camp M Spur and Summit Junction (see Figure 1-14 on page 17). 
It was expected that the Stimson Mill Company would construct new 
grades, reusing old rail to reach the leased timberland. 


One of the locomotives leased to the Stimson Mill Company was 
a new three truck Climax, purchased by the Blakely Railroad in 
1916. It was # 5 on both the Blakely and Stimson rosters. Purchase 
of this powerful engine (shown in this chapter's illustration) and its 
immediate lease to Stimson, helped to cement the lease agreement. 
Blakely engine # 1, shown in Figure 1-81 on page 45 became Stimson 
#1. The third locomotive was a Shay built for the Blakely Railroad in 
1904. It 1s pictured in Figure 9-2. 


Eight years later, a fourth locomotive was added. The Е/та Chronicle 
reported on 14 February 1924 that *The Stimson Logging Co. recently 














received a locomotive engine from Bryant [a town in Snohomish 
County served by Stimson’s Marysville logging railroad] making four 
locomotives in use on their logging railroad." 


Soon after the Stimson Mill Company began logging the timberland 
shown in Figure 9-1, it was clear that it was impractical to transport 
loaded log cars to the Northern Pacific Railroad over the existing 
Blakely Camp К Spur. Prior to 1916 the Blakely Mill Corporation 
had built a camp near the end of this spur, on the West Fork of Wildcat 
Creek. Stimson made this camp its headquarters, and it became known 
as the Wildcat Creek Camp. Hauling loaded log cars out of the camp 
required climbing a steep hill to the north, which was inefficient. For 
that reason, in 1917, Stimson built a new line from the Wildcat Creek 
Camp to the Northern Pacific Railroad. This right of way crossed 
what is now Elma Hicklin Road and is depicted in Figure 9-3, from 
Washington Utilities and Transportation Commission Case # 4402. 
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Figure 9-2 Shay Locomotive Built in 1904 for the Blakely Road 
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Logging operations were in full swing at the Wildcat Creek Camp in 
1918. The Е/та Chronicle reported a tragedy that occurred there in 
its edition of 14 March 1918. “Edward Swink, donkey engineer at the 
stimson camps at the old Blakely place near McCleary, was instantly 
killed about four o'clock last Wednesday afternoon, when the track on 
which the donkey rested gave way and threw him under the machine. . .." 


In 1919 the company was presented with a new problem. The high hill 
immediately west of Wildcat Creek Camp had been logged. Reaching 
timberland in the valley farther west by building a railroad directly over 
the hill was impractical. Hauling loaded log cars over the elevation 
west of camp would require a complex system of switchbacks, and be 
prohibitively expensive. Stimson solved the problem by building a 
new right of way south and then west of the Wildcat Creek Camp. A 
portion of this new line ran south of the property leased from the Port 
Blakely Mill Company, and required Stimson to purchase easements 
through privately owned land. 


In the southeast corner of Section 8, Township 18 North, Range 5 West, 
the new right of way was located only a few feet north of track already 
in use by the White Star Lumber Company Railroad. See Chapter 
10 for more information about the White Star Lumber Company. 
Beyond that point it 1s likely that Stimson used a previously surveyed 
1902 night of way (see Chapter 1, page 12) to facilitate entry into 
leased Blakely timber. 


Two years later the Stimson Mill Company moved its camp nearer 
active logging operations. Тһе 28 October 1921 edition of the 
Montesano Vidette reported, from Garden City, *The Stimson Logging 
Company moved the camps to the new site Sunday. It 1s located near 
Bush Creek. The car and repair shops were retained here, as well as 
the family residences." 
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When logging became concentrated in the territory served by the Bush 
Creek Camp, the Stimson Mill Company found it practical to build a 
shortcut to connect the new camp with the Northern Pacific Railroad 
at a place southwest of the Wildcat Creek Camp. Figure 9-4 is part 
of a map produced by the Northern Pacific Railroad in 1924. At the 
time, the Northern Pacific Railroad planned to build into Shelton. 
This map examined preexisting railroad grades, both active and 
abandoned, in order to find the most appropriate way for the company 
to gain entry into Shelton. Although the Stimson connection was not 
chosen for that purpose, the link with the Northern Pacific Railroad 
is easily seen. 


| Figure 9-3 | 


At the conclusion of the lease between the Stimson Mill Company 
and the Blakely Mill Corporation, there still remained unharvested 
Blakely timberland in the southern part of Mason County. Eventually 
the Blakely Mill Corporation contracted with the White Star Lumber 
Company to cut this timber, utilizing Stimson grades through and north 
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ofthe Wildcat Creek Camp. There was also a connection between the 
Stimson and White Star railroad grades in the region immediately 
east of Bush Creek. See Chapter 10 for additional information about 
relationships between the White Star Lumber Company Railroad, the 
Stimson Mill Company Railroad, and the Blakely Mill Corporation. 


Immediately north of McCleary, on Summit Road, 15 a good place to 
begin touring the Stimson Mill Company Railroad in Grays Harbor 
County. Where Summit Road crosses the Puget Sound & Pacific 
Railroad, walk southwest along the track. At approximately the place 
where a spur currently leads south to McCleary, the Stimson Mill 
Company connected its new line (built in 1917) with the Northern 
Pacific Railroad. Figure 9-5 demonstrates where Stimson's track 
to the Wildcat Creek Camp diverged from the Northern Pacific 
Railroad. 


Drive north on Summit Road and turn left (west) on Elma Hicklin Figure 9- 5 McCleary Junction 
Road. Proceed west on Elma Hicklin Road for 1.25 miles. At this 
point the line to Wildcat Creek Camp crossed the road, as shown in 
Figure 9-3 and on the reference map at the beginning of this chapter. 
West of this point, the railroad was located on the north side of Elma 
Hicklin Road. Figure 9-6 captures the view looking northeast along 
the grade, immediately north of Elma Hicklin Road. Figure 9-7 shows 
a segment of rail found there in 2006. 


Continue west on Elma Hicklin Road and turn north on Wildcat Road. 
Figures 9-8 and 9-9 show the view looking east and west at the place 
where the railroad crossed, at 33 Wildcat Road. As you drive farther 
north, Wildcat Road turns west. Follow the road until it ends at a 
cattle corral. Wildcat Creek Camp was located north of the end of 
the road. Figure 9-10 provides orientation for many of the following 
photographs. 


Figure 9-11 looks directly north from the west end of Wildcat Road. xc MARS RS ke | 
The campsite cannot be seen because it was located around a curve Figure 9- 6 “North of Elma Hicklin Road 








188 





which can be seen where the grade veers to the right. Figures 9-12 
through 9-14 were taken approximately 200 feet south of Figure 9-11. 
Tracks existed in the areas shown by all these photographs. Figure 
9-12 looks south along the grade built in 1919. Figure 9-13 shows the 
view west where a grade ascended the hill west of the camp. Figure 
9-14 1s a photograph showing the grade leading east toward the 1917 
connection with the Northern Pacific Railroad. 


Figure 9-15, courtesy of Peter J. Replinger, shows the camp as it 
appeared in 1918. The photograph was taken looking northwest. 
Figure 9-16 is a modern photograph taken from a position immediately 
north of the camp. It shows the view looking southeast. In 1920 there 
were several immigrant Japanese laborers living at the camp. They 
ei. grew vegetables in this area, which local residents referred to as “the 
» ism Fu ERER УА але A Jap (anese) gardens". Nowadays, remnants of two grades north of the 
ехе су хе BAG eevee camp are visible. 


Figure 9-7 Found asm рун 
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Figure 9-10 Location of Figures 9-3 through 9-16 
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Figure 9-11 ` View North at End of Wildcat Road ` Figure 9-12 ` View South " End of Wildcat Road 





Figure 9- 15 1918 Panoramic Photograph of Wildcat Creek Camp 
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Figure 9-17 is a modern aerial photograph showing old railroad 
grades north of the Wildcat Creek Camp. To reach this area, return to 
the place where Wildcat Road makes its right angle turn. Turn left, 
pass through the Port Blakely Tree Farm gate, and proceed up the hill 
to the north. This logging road leads to the grades. 


Return to Elma Hicklin Road and drive farther south and west. Turn 
right (north) on Stillson Road, and then make a left turn onto Stoney 
Lane. The house at 40 Stoney Lane was constructed over the old 
Stimson grade. Figure 9-18 shows the view looking west at that address. 
Figure 9-19 was taken looking east along the grade approximately 250 
yards west of this house. Farther west, Figure 9-20 demonstrates the 
main line immediately east of its crossing of the West Fork of Wildcat l Р y 1 
Creek. The crossing was accomplished with a high trestle. At the | Elna Hicklin 
east end of the trestle, the shortcut to the Northern Pacific Railroad | ЖЕ" Роза 

separated from the main line and passed behind the house seen in | E 

Figure 9-21. Figure 9-22 1s a current aerial photograph of the area. 


Figure 9-17 Stimson Grades 
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Figure 9-23 shows the same place in а 1952 aerial photograph. 
Although the picture 1s of poor quality, it shows Stimson's main line, 
as well as the place where the shortcut crossed Elma Hicklin Road. 


Continue west along Elma Hicklin Road to 548 Elma Hicklin Road. 
Figure 9-24 displays the view looking northwest at that address. The 
driveway is built on the shortcut segment of railroad constructed by 
Stimson after moving its camp to the Bush Creek site. Here a direct 
connection to the Northern Pacific Railroad enabled loaded log trains 
to avoid a circuitous path through the old Wildcat Creek Camp. The 
grade can be seen in Figure 9-23. On the south side of the road, at 547 
Elma Hicklin Road, Figure 9-25 shows the view looking southeast 
along another remnant of the shortcut. 


Stimson 
Main Line 


Resume driving west on Elma Hicklin Road and turn right (west) on 
Elma McCleary Road. Next, turn right on Hicklin Road and then right 
(north) on Cloquallum Road. After driving approximately .33 miles, 
turn right on Bush Creek Road and continue north for 1.7 miles. At 
that point the road makes a ninety degree turn to the left and begins to 
occupy the old Stimson grade. Figure 9-26 shows the view looking 
southeast along the driveway for the residence at 336 Bush Creek 
Road. Figure 9-27 was taken looking east at approximately the same 
W^ place. The road seen in Figure 9-27 1s privately owned. Be sure to ask 
: JA the current owner for permission to cross this property. The Stimson 
` PS &P Mill Company grade as well as the main line of the White Star 
Railroad Lumber Company Railroad can be found approximately 250 yards to 
the east, where the two rights of way converged. Figure 9-28 looks 
east approximately 100 yards east of a Port Blakely Tree Farm gate. 
A junction point between the Stimson and White Star grades occurred 
here. West of that point the White Star grade can be found south of, 
A and at a lower elevation than, the Stimson right of way. Figure 9-29 is 
Hi ehway 9 an aerial photograph showing the location of the Stimson and White 
! Star grades, as well as the Bush Creek Camp, in ће region around ће 
northern end of Bush Creek Road. 
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Figure 9-22 2006, Shortcut at EIma Hicklin Road 
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To reach the Bush Creek Camp, return to Bush Creek Road and turn 
right. Drive north to the place where the county road ends. Traveling 
north along a logging road (a direct extension of the county road) for 
approximately .25 miles brings you to the site of the camp. Figure 9- 
30, courtesy of Peter J. Replinger, shows the view looking southeast 
at the Bush Creek Camp. The track passing under the photographer 
led north to Stump Lake, and was likely built upon a right of way 
surveyed in 1902 (see page 12 of Chapter 1). Figure 9-31 1s a modern 
photograph taken from the same position. 


=e 





м Location Nowadays the descendant of the Stimson Mill Company is known 

| of Stimson | Î as the Stimson Lumber Company. After its work in Grays Harbor 

| | Grade. АЗЫ E 1 County was finished, it continued to expand the size and scope of its 

pum EXE | | is | business. Currently the company produces forest products on more 
Figure 9-27 View West at 336 Bush Creek Road than 400,000 acres of timberland in five states. 
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Figure 9-30 View Southeast at Bush Creek Camp 
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Figure 9-31 2006, Site of Bush Cree 
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Railroads Associated with the White Star Lumber Company 
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White Star Lumber Company 





In 2006 the Weyerhaeuser Company's Elma veneer plant stands on 
the site occupied years ago by the White Star Lumber Company 
mill. Situated between McCleary and Elma, in Grays Harbor County, 
this former company town 15 still known as “Whites”. The logging 
railroad operated by the White Star Lumber Company did not connect 
directly with Puget Sound. Nonetheless the company’s rail system, 
in its latter years, had a definite relationship to the lines constructed 
previously by the Port Blakely Mill Company and the Stimson Mill 
Company. 


The White Star Lumber Company began as a Chehalis (now Grays 
Harbor) County partnership. The actual document creating the 
partnership has disappeared, but a surviving index specifies that this 
was the 970° such organization recorded in that county. The venture 
was a union between Allen White, a capitalist in the timber business, 
and the Star Shingle Company. In September, 1902, a forest fire 
devastated large parts of northeastern Grays Harbor County. Allen 
White’s sawmill and the Star Shingle Company mill, both located 
at the place known then as “White’s Mill", were totally destroyed. 
The White Star Lumber Company was organized as a practical way 
to rebuild both businesses. Allen White was fully committed to 
this venture when he sold his Grays Harbor County timberland to 
the White Star Lumber Company on 9 March 1903 (Grays Harbor 
Deed Book # 69, page 94). Kramer Adams, in Logging Railroads of 
the West, indicated that the White Star Lumber Company Railroad 
operated between 1905 and 1937. 


Confusion surrounding the identity of Allen White can be avoided by 
noting that White had a nephew, Allen E. White, who was concurrently 
active in the logging industry of western Washington. An obituary 


for Allen White appeared in the 26 September 1925 edition of The 
Olympian. The article helps to clarify the relationship between these 
two men. 


“PIONEER CITIZEN AND LUMBERMAN DIES AT HOME 
— Allen White Passes Away After Several Weeks Of Illness; Widow, 
Brother and Nephews Survive. Allen White, pioneer lumberman 
and capitalist, died at his home, 1315 east Eighth Street, at 6 o'clock 
Friday evening, after an illness of several weeks' duration. He 15 
survived by his widow, Mrs. Minnie Manier White, of the home 
address, one brother Henry L. White, Casper, Wyoming, and three 
nephews, John L. White, Alaska, Herbert W. White, Everett and A. E. 
White of Olympia." 


"Mr. White was born in the province of New Brunswick, Canada, 
May 17, 1852 and at the age of 18 he moved to Denver. Forty five 
years ago he took up his residence in this state. In the early days he 
was connected with the Springer mill of this city, the White mill at 
Elma and various other logging and milling enterprises. On October 
31, 1888 he was united in marriage with Minnie Manier of this city." 


Allen White mentioned no children in his will. His nephews, A. E. 
White (Allen E. White) and Herbert W. White (sons of Allen White's 
deceased brother Albert) were among the beneficiaries. In years 
past these two nephews had a close business relationship with Allen 
White. 


A. E. White and H. W. White were partners in a business known as 
White Brothers Logging Company. At the time the brothers worked 
with the White Star Lumber Company, in the early 20% century, the 
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two men also operated a logging railroad in Thurston County. The line 
was associated with the Black Lake Mill Company and was located 
on the east side of Black Lake, southwest of Olympia. That railroad 
existed between 1902 and 1914. 


In association with Allen White's White Star Lumber Company, 
the White brothers built two segments of logging railroad in Grays 
Harbor County. One connected with the Northern Pacific Railroad at 
summit Junction while the other originated at Hillgrove, immediately 
northeast of McCleary Junction. Figures 1-2 and 1-3 (Chapter 1) help 
locate these segments. 


The 10 January 1935 edition of the Е/та Chronicle provides insight 
into the formation of the White Star Lumber Company. The origin 
of the business could be traced to the Case-Huling Shingle Company, 
which operated as early as 1893 at a location on Cloquallum Creek, 
approximately one mile north of the Northern Pacific Railroad. In 
1897 Elmer Case and Nelson Huling moved their mill to a site near 
the place where the Northern Pacific Railroad crossed Wildcat 
Creek. The men lived at Whites when the 1900 census was taken. 
The 25 October 1901 edition of the Montesano Vidette suggests that 
sometime before that date, the name of the shingle mill at Whites had 
been become “Ше Star mill". Both Case and Huling moved away 
from Grays Harbor County. The 1910 census located Case in Pacific 
County, working as the Secretary-Treasurer of a shingle mill, while 
Huling was farming in Chelan County. 


A precise location for the Case-Huling Shingle Company mill has 
not been determined. However the 14 August 1903 issue of the 
Montesano Vidette noted that the newly built White Star Lumber 
Company mill occupied the site of Allen White's recently burned 
mill. The 13 September 1902 edition of the Е/та Chronicle 1s a rich 
source of information about that month's forest fire and the effect the 
conflagration had on businesses at White's Mill. At the time of the 


fire, J. К. O'Donnell and Company owned the Star Shingle Company. 
The 14 August 1903 edition of the Montesano Vidette declared that 
Senator O’Donnell, who was elected to the Washington State Senate 
in 1903 from Chehalis (now Grays Harbor) County, managed the 
White Star mill. In addition to these activities, John R. O’Donnell 
was Postmaster at Elma under President Harrison. For some time he 
also served as Mayor of that city. 


Additional information about the origin of the White Star Lumber 
Company comes from the obituary for Allen White included in the 1 
October 1925 issue of the Elma Chronicle. 


“With the passing of Allen White at Olympia last week, one of the real 
pioneers of this part of Grays Harbor County is gone. Mr. White, for 
whom Whites, Washington was named, was the first lumberman to 
build a mill in this section of the county, building the first mill on Bush 
Creek about 1895 (the exact date is not obtainable) in conjunction 
with Mr. Springer. This mill was operated for some time and later 
Mr. White erected a larger mill, where the present White Star mill 1s 
located.” 


“During the big fire of 1902, this mill along with the Star Shingle mill 
nearby, owned and operated by L. I. Wakefield and Jack O’Donnell, 
were destroyed.” 


"After the smoke of the big fire had cleared away. . . the two mill 
owners got together and formed a new company, calling it the White 
Star Lumber Company and erected the present mill." 


On 15 June 1918, shingle milling at the village of Whites came under 
control of Dale Craft, who incorporated this activity as the Royal 
Shingle Company. Craft’s mill was located south of what 1$ now Elma 
McCleary Road (see Figure 10-8). The 14 June 1928 issue of the Elma 
Chronicle mentioned that at the time, the Royal Shingle Company was 
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Figure 10-1 





а subsidiary of the White Star Lumber Company. The Royal Shingle 
Company ceased production at Whites on 30 April 1942. In 1948 
the site of the White Star Lumber Company mill was acquired by 
the Simpson Logging Company. In 1957 the Weyerhaeuser Timber 
Company owned the property. 


What had previously been called “White’s Mill" was first called 
"White-Star" in the 30 May 1903 edition of the Elma Chronicle. The 
newspaper reported that “Тһе White-Star Mill Co. has secured a few 
car loads of machinery in the last week." Production at the rebuilt 
mill was at full capacity at the time of publication of the 10 October 
1903 edition of the same newspaper. The 19 December 1903 Е/та 
Chronicle mentioned that “Тһе White-Star Co. 15 thinking of laying а 
new railroad track in our vicinity." 


The railroad operated by the White Star Lumber Company can be 
divided arbitrarily into four phases, depending on time and location. 


Phase I lasted from approximately 1905 to 1912 and resulted in 
construction of a line leading south from Whites. Phase II commenced 
in 1906 when the White Brothers Logging Company (see above) 
began its activity in Grays Harbor County. This phase ended about 
1911. Phase III began in 1912 when the White Star Lumber Company 
removed its railroad south of Whites and began building a new line to 
the north and west. Phase III was over in early 1927 after the company 
exhausted the timber accessible through that right of way. Phase IV 
started later in 1927 and utilized agreements with the Blakely Mill 
Corporation. As a result, the White Star Lumber Company began 
operating over preexisting grades on Blakely land. Most of these 
rights of way had been constructed by the Stimson Mill Company at 
the time when that company worked under contract with the Blakely 
Mill Corporation. Using these grades allowed the White Star Lumber 
Company to reach virgin timber owned by several organizations, 
including the Blakely Mill Corporation, the Weyerhaeuser Timber 
Company, and the Henry McCleary Timber Company. 


Figure 10-1 suggests that the railroad operated during Phase IV can be 
divided, from the perspective of the mill at Whites, into northwest and 
northeast portions. This map is part of the 1928 Railroad Commission 
Map of Washington. It designated the White Star Lumber Company 
Railroad as “W. S. LB. CO." After forest land accessed in Phase IV 
had been harvested, the White Star Lumber Company remained in 
operation for several years using trucks to reach small or previously 
inaccessible tracts of timber. As truck logging steadily became more 
efficient, the company ceased rail operations in 1937. 


Figure 10-2 shows most of the right of way constructed in Phase I. Тһе 
figure comes from a 1919 map of Grays Harbor County. Southwest of 
Whites, a long segment of this grade was obliterated when Highway 8 
was built in the place where the old right of way had existed. Figure 
10-3 1s a modern aerial photograph of the area. 
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In Phase II the White Brothers Logging Company worked in association 
with the White Star Lumber Company. The July 1906 edition of The 
Timberman reported that A. E. White was building two miles of 
railroad originating at Summit (more precisely Summit Junction). 
Figure 10-4 comes from a 1909 timber cruise of Mason County and 
includes this track as it stretched south from Summit Junction. Grays 
Harbor Miscellaneous Book # 23, page 558, contains a record dated sse 

14 May 1906. The document indicates that A. E. White purchased Figure 10-5 WB RR along Tornquist Road 
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land іп Sections 5 and 6 of Township 18 North, Range 4 West, from 
the White Star Lumber Company. The White Star Lumber Company 
would provide materials for construction of a logging railroad, plus 
a locomotive and tender. Although A. E. White was charged with 
obtaining easements for a right of way from area property owners, the 
White Star Lumber Company would own these easements. 


Figure 10-5 15 an aerial photograph of the region south of Summit 
Junction. It shows the path taken by the grade as it crossed Tornquist 
Road. This segment of railroad was still in use іп 1909 but had been 
abandoned when the 1911 timber cruise of Section 6 of Township 18 
North, Range 4 West, was recorded. In 1913 the Blakely Railroad 
contemplated reusing a part of this right of way near Summit Junction 
(see Figure 1-13). 


The second segment of railroad built by the White Brothers Logging 
Company existed from approximately 1908 to 1909. It began at 
Hillgrove on the Northern Pacific Railroad and extended north for 
a short distance into Mason County. Figure 10-6 superimposes the 
course of this line on a modern aerial photograph. 


Phase III was the most ambitious railroad construction project 
undertaken by the lumber company. Beginning in 1912 a new line 
was built which eventually reached the watershed of the Satsop River. 
This required a rearrangement of the track plan at its sawmill. To 
accomplish this, the White Star Lumber Company applied to the 
Washington State Utilities апа Transportation Commission (Case 
# 769) for permission to cross the Summit Branch of the Northern 
Pacific Railroad at Whites. Figure 10-7 is a map included with the 
application. Figure 10-8 15 a Northern Pacific Railroad map of the 
same area, made sometime after 1918. 


Comparison of these maps suggests that, prior to 1912, the lumber 
company dumped logs into a “lower pond” straddling the wagon road ү | | 
between Elma and McCleary. A “log chute" moved logs to an “upper Figure 10-6 “White Brothers Spur at Hillgrove 
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Figure 10-7 


pond” from which the mill extracted its saw logs. Beginning in 1912 
logs were dumped directly into the upper pond, and the chute was 
eliminated. After 1918 the diamond which crossed the Northern Pacific 
Railroad was used only to access the Royal Shingle Company mill. 


At the close of 1912 the lumber company needed to extend its line 
across Cloquallum Road in Section 12 of Township 18 North, Range 
6 West. Figure 10-9 is a map submitted to the Washington Utilities 
and Transportation Commission as part of Case # 907. Figure 10-10 


is a modern aerial photograph of the same area. It shows railroad 
grades represented by Figures 10-9 and 10-11. Figure 10-11 is from 
a document produced originally in 1914 by the Chehalis (now Grays 
Harbor) County Engineer. Revised in 1928, the version shown here 
was distributed in 1939. Clearly seen is the track arrangement of the 
White Star Lumber Company Railroad at Cloquallum Road. 


Late in 1926 the lumber company had exhausted timberland 
accessible via the railroad built during Phase III. Unless a new 
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Figure 10-9 1912, WUTC Application # 907 10-11 Map 1914-1939 








eal о Cloquallum Road J source of logs could be found, the White Star Lumber Company mill, 
shown in Figure 10-12, would have to close. It was not long before 
a fresh supply of logs was secured. The beginning of Phase IV of 
the company's railroad was heralded by an article appearing in the 3 
March 1927 edition of the Е/та Chronicle: 


Powers Creek: 


y^ л “WHITE STAR CLOSES TO MOVE MACHINERY - Will Start 
А Оррей Operations About March 15 — Moving to New Timber Tract — The 
Road White Star Lumber Company’s mill at Whites will close down tonight 
| until timber can be produced from the new tract of ће company near 
the site of the McCleary company's present operations, according to 
an announcement made this morning by W. F. Downs." 


ез 
۰ 


White S 
Маша ие 


“Тһе work of moving the logging equipment from the old camp 


=== نھ سس‎ headquarters on the Satsop site was begun several weeks ago under 
Figure 10-10 Railroad at Cloquallum Road the supervision of Foreman Jack Finney, who expects to have new 


2. 
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Figure 10-12 White Star Lumber Company Mill at Whites, Washington 
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roads finished, the equipment in place and everything ready to operate 
by the middle of March." 


The precise location of this new tract of timber remains a mystery. 
However, at approximately the same time, the White Star Lumber 
Company purchased several abandoned easements formerly used by 
the Stimson Mill Company (when Stimson operated in this region, 
under contract with the Blakely Mill Corporation). These transactions 
occurred in late 1926 and early 1927 and were recorded in Grays 
Harbor Deed Book # 183, pages 337-342. The easements allowed the 
lumber company to operate over private property south of Stimson's 
abandoned Wildcat Creek Camp. North of the easements, the lumber 
company merely laid rail on old Stimson grades that had been built 
on Blakely Mill Corporation land. Undoubtedly this was done by 
agreement with the Blakely company. A map produced in 1941 15 
displayed in Figure 10-13. It continues to show the right of way 
obtained in 1927, although the track had been removed several years 
prior to that date. 
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Meanwhile, the Blakely Mill Corporation still owned virgin timberland 
along the border between Mason and Grays Harbor Counties. In 1927 
that company contemplated resuming railroad logging in order to 
harvest its remaining timber. The 4 November 1927 edition of the 
Mason County Journal reported: 


"PIONEER LOG COMPANY TO RESUME WORK - Port 
Blakely Will Log Again іп Mason County After Two Year Shut Down 
— According to reports reaching here the Port Blakely Mill Company 
is planning to engage in logging again on their timber holdings 
remaining in the southern part of Mason County, and surveys are now 
in progress to locate the needed branches. The company owns two 
or three sections of timber but has not directly engaged in logging 
for fifteen or more years, the last cutting being done by the Stimson |. Le WP rh 25-ы 
Timber Company under contract. This contract closed about two | | rer s dia: 


1941 Grays Harbor County Map | 
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years ago, but two locomotives, logging trucks and equipment still 
remain where the last operation ended." 


“Тһе main line of the old Blakely railroad 15 now owned by the 
Northern Pacific Railroad but with reservations to permit its use for 
the purpose of logging, and the Blakely Company still holds the old 
trackage toward the timber as well as to rollway, where the trestles and 
buildings will be put into condition for use. The old company mill 
at Port Blakely, in its time one of the largest on the Sound, has been 
dismantled and the logs will probably be sold to other Sound mills." 


In view of later developments it seems unlikely that the Port Blakely 
Mill Company was serious about resuming the day to day business of 
logging. Figure 10-1 has already demonstrated the use by the White 
Star Lumber Company of the old Stimson Mill Company main line 
leading north through the latter company's Wildcat Creek camp. 
This line allowed access to the northeast portion of Phase IV of rail 
operations. Note that the northeast portion, itself, divided immediately 
south of the border between Mason and Grays Harbor Counties. West 
and east forks of this portion provided access to two separate areas of 
timber in southern Mason County. 


The west fork pointed northwest along a branch of Wildcat Creek, 
toward Stump Lake in southern Mason County. 


The east fork accessed land sold by the Blakely Mill Corporation to the 
White Star Lumber Company on 20 November 1928. Mason County 
Deed Book # 51, page 544 locates this purchase in the south half of 
the southwest quarter of Section 26, Township 19 North, Range 5 
West. Figure 10-14 1s courtesy of Port Blakely Tree Farms, which has 
preserved the original Land Book of the Port Blakely Mill Company. 
The book records every transaction affecting property owned by the 
company. The figure displays the entry for Section 26. 


А 


% 


Figure 10-14 Port Blakely Tree Farms Land Book 





Possibly the east fork led to the timberland mentioned previously in 
the 3 March 1927 edition of the Е/та Chronicle. Ав noted above, the 
location of this tract has yet to be determined. However it may have 
been harvested by reopening the Camp R spur built in 1913 by the 
Blakely Railroad, as shown in Figure 1-12. Remnants of a trestle on 
this spur are shown opposite the back cover of this book. Mr. Wayne 
Lamphear, who resides immediately south of the trestle, mentioned 
that years ago, an old-timer told him that the trestle had been used by 
the White Star Lumber Company. 
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In 1929 the White Star Lumber Company concluded a major contract 
with the Blakely Mill Corporation. Mason County Deed Book 54, 
page 6 (dated 6 September 1929) recorded the transaction. For the 
sum of $59,576.00 the White Star Lumber Company purchased 
timber in Sections 21 and 22 of Township 19 North, Range 5 West. 
The document included the right to enter the premises with a logging 
railroad. Implementation of this contract, during Phase IV, resulted іп 
construction of the northwest portion of railroad shown in Figure 10-1. 


In order to reach this timber the White Star Lumber Company 
established a connection with the former main line of the Stimson 
Mill Company Railroad, immediately south and east of Stimson's 
abandoned Bush Creek camp (see Figure 9-28). Farther north an old 
Blakely Railroad grade along the west side of Stump Lake was re- 
laid with rail. Finally, a new segment of track was built around the 
northwest side of Stump Lake, into Sections 21 and 22. Figure 10-15 
was provided by the Weyerhaeuser Archives. The map was drawn 8 
February 1932. It illustrates the right of way of the White Star Lumber 
Company Railroad in Section 29 of Township 19 North, Range 5 
West. Figure 10-16 is a modern aerial photograph of the entire area. 


The timber accessed with this segment of railroad (about two square 
miles) provided logs for the sawmill at Whites for several years. In 
addition, the White Star Lumber Company owned more than one 
fourth of Section 28, on the east side of Stump Lake (see Figure 10- 
17, part of a 1925 map of Township 19 North, Range 5 West). The 
company was able to harvest this timber by way of its grade in the 
northeast part of Section 29. 


Before touring the railroad itself, spend some time at Whites. Although 
most of the manmade structures from 100 years ago are gone, there 
still remain a few footprints of the area's industrial past. Figure 10- 
18 1s a modern photograph, taken at Whites, of an eastbound Puget 
Sound & Pacific Railroad train on the former Summit Branch of the 
Northern Pacific Railroad (originally the Puget Sound & Grays 
Harbor Railroad and Transportation Company). Weyerhaeuser's 
Elma veneer plant can be seen in the distance. 


Immediately south of the location of Figure 10-18 is Elma McCleary 
Road. South of that thoroughfare is the place where the lumber 
company had its lower log pond. The dam which formed the pond 
was breached long ago. Later, when Highway 8 was constructed, 
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Figure 10-16 Figure 10-16 1930s, White Star Lumber Company Railroad Grades North of Stump Lake 
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Figure 10-18 PS & P Train at Whites, WA 
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more alteration of local topography occurred. Figure 10-19, dated 
2 August 1960, is one of the construction maps used in building 
Highway 8. The document shows the area immediately south of 
Whites. It demonstrates the course of Wildcat Creek, before and after 
Highway 8 was built. 


Construction of the lower log pond began in 1904. The Elma 
Chronicle reported on 4 June 1904 that “Тһе company has quite а 
gang of men clearing a dam site, and our dam man, Mr. Hyder, is here 
ready to superintend the building." Additional articles from the same 
newspaper indicate [5 November 1904] that the dam was being raised 
ten feet higher, and [17 December 1904] that *A bridge across the 
Wildcat has been built for the benefit of the woods crews." 


Figure 10-20, courtesy of the McCleary Museum, is a photograph 
from about 1905. The view looks north over the dam, with the lower 
log pond on the right. Farther north is the mill constructed іп 1903, 
with devastation caused by the 1902 forest fire evident everywhere. 
Topping the dam 15 the bridge built over Wildcat Creek in late 1904. 
Railroad construction had just begun. A pile of ties can be seen at the 
right side of the north end of the dam. Ties had already been placed 
on the railroad bed on the north side of the lower log pond, where a 
rollway was to be built, but rail was not yet in place. As Phase I of 
railroad construction progressed, a trestle would soon be built across 
Wildcat Creek, in the lower left hand corner of the photograph. 


An undated photograph provided by Peter J. Replinger is reproduced 
in Figure 10-21. This picture looks northwest over the lower log pond. 
The dam shown in Figure 10-20 is visible on the far left. Review 
Figure 10-7 for orientation at the lower log pond. Figure 10-22 was 
taken from a slightly different position and comes from the collection 
of the McCleary Museum. A log has just been released at the rollway, 
creating quite a splash! Barely visible is the diamond shaped spark 
arresting smokestack of the locomotive working at the rollway. 
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Figure 10-21 Lower Log Pond and Bridge 


Figure 10-23 can be dated sometime after 1918, when the Royal 
Shingle Company came into existence. The photograph is courtesy 
of the McCleary Museum. Again, the view 15 to the north over the 
lower log pond. Many of the tracks seen in Figure 10-8 are visible in 
this picture. The structure immediately southwest of the old rollway, 
seen in Figures 10-21 and 10-22, has been removed. Figure 10-24 15 
a modern photograph of what can still be identified as the site of the 
lower log pond. It was taken looking east, 100 feet south of Elma 
McCleary Road, from the approximate position of the lower pond's 
dam. The Royal Shingle Company mill was located at the far end of 
the depression, which represents the bottom of the lower log pond. 
Figure 10-25 1s another view ofthe site of the Royal Shingle Company 
mill, this time taken looking west from a position east of the former 
mill. A log scale now occupies the mill site. Figure 10-26 looks north 
across Elma McCleary Road. The red arrow indicates the position of 
the track between the old mill and the lower log pond. 
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Figure 10-22 Lower Log Pond with Locomotive at Rollway, Whites, Washington 
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Figure 10-23 Post 1918 View North toward Royal Sh 
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Figure 10-24 
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Review Figure 10-3 and then resume your tour of the railroad built 
during Phase I. The right of way immediately southwest of the lower 
log pond crossed Wildcat Creek on a trestle. Farther southwest, 
Highway 8 uses the old grade for about one mile. Beginning at 
Whites, it is convenient to drive southwest on Elma McCleary 
Road and then turn left (south) on Heise Road. Heise Road crosses 
Highway 8 and then turns southwest. Immediately after making this 
turn, Heise Road 15 joined by the railroad grade. The railroad grade 
continued in a southwest direction and diverged from Heise Road 
where that road turns due south. The railroad continued straight ahead 
and passed through the parking lot of a rest area located east of Elma, 
on the south side of Highway 8. Subsequently the line crossed South 
Union Road approximately 200 feet west of the driveway located at 
75 South Union Road. Figure 10-27 shows the view looking northeast 
at the point of crossing. Figure 10-28 was taken looking southwest at 
ЖАУЫ аа а NRE AEA MR 4 the same place. Immediately south of South Union Road, the railroad 

10-25 Site of Royal Shingle Mill in 2006 constructed a trestle which crossed a tributary of Wildcat Creek. The 
trestle was utilized as a wagon road for several years after the railroad 
was removed. 


South of the trestle the grade is now occupied by Remmen Road. 
Drive south and then east on Remmen Road to the place where the 
road ends at 139 Remmen Road. Figure 10-29 is a photograph taken 
at that address and shows the course of the railroad as it continued east 
through (now) private property. To find the line again, return along 
Remmen and South Union Roads and turn right (south) on Abbot 
Road. Travel south and then southeast on Abbot Road to a position 
approximately 450 feet northwest of the residence at 126 Abbot Road. 
Figure 10-30 shows the view looking west where the right of way 
joins Abbot Road. The grade follows Abbot Road in a southwest 
direction for approximately .3 miles. Beyond that place the railroad’s 
path curves south, away from Abbot Road, at the spot shown in Figure 
10-31. South of that point, the grade is used currently by logging 
roads. Entry is restricted by a gate. 
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Figure 10-27 View NE from South Union Road | Figure 10-29 
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To explore lines constructed in Phase II, return to Highway 8 and drive 
east to the first (western) McCleary exit. Follow Elma McCleary 
Road east and turn left (north) on Highway 108 in downtown 
McCleary. Drive north on Highway 108 to a place where the highway 
turns northeast. Instead of continuing on the highway, drive directly 
north for a short distance to the present day railroad crossing. Around 
this crossing is where Summit Station existed one hundred years ago. 
At that same time, Hillgrove Station also was a designated station on 
the Northern Pacific Railroad. \t was located a few hundred yards 
northeast of the station at Summit. Today, no structures remain to 
mark the site of Hillgrove. 


Hillgrove was the origin of one of the White Brothers spurs. Logs from 
this line were taken to Whites for milling. Figure 10-6 15 a modern 
aerial photograph outlining the course of this spur. Travel north from 
summit to a point 100 yards south of Elma Hicklin Road. Figure 10- 
32 shows the view looking southeast at the remnants of an abutment 
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where the line crossed a tributary of the East Fork of Wildcat Creek. 
North of that point all traces of the grade have disappeared. 


To reach the second portion of railroad built by the White Brothers, 
drive east on Elma Hicklin Road to Highway 108. Turn left (east) on 
Highway 108 and proceed to Summit Junction (see Figures 1-2 and 
1-3). Figure 10-4 outlined the position of “White’s Logging К.К.” 
when the 1909 timber cruise of Mason County was recorded. Figure 
10-33 is a modern aerial photograph of this spur. Today the blue right 
of way shown in Figure 1-3 can be found as an elevated grade in the 
forest southwest of Summit Junction. 


Farther south the grade is now occupied by Highway 108. Where that 
highway turns southwest, the path of the old grade can be followed 
as it continues south through forestland in the northwest quarter of 
the northeast quarter of Section 6, Township 18 North, Range 4 West. 


225 


р Вана 
0 Grade “=~ 


ae Ж ас -4 


TRS & p- 27. Highway is 


Railroad ` 
"4 


ES 


йй Brothers 


Figure 1 ЖЕ WB RR South of Summit Junction 





us oss = ОМКА 
2 №: gA eee А 
1 


ze 10- 34 i View South i in Cut 


Figure 10-34 shows the view looking south along a cut, immediately 
north of the southern border of the part of Section 6 described above. 


From Summit Junction, access to the southern portion of this segment 
of the White Brothers Logging Company Railroad is afforded by 
driving west on Highway 108. Turn left (south) at Tornquist Road. 
Figure 10-35 indicates the path of the railroad as seen looking north 
at 153 Tornquist Road. Review Figure 10-5, an aerial photograph 
ofthe region. Farther east a dirt road turns south at the place where 
Tornquist Road ends. Subsequently the dirt road crosses a tributary of 
the East Branch of Wildcat Creek. Beyond the road’s end 1s private 
property, requiring permission for access. 


Mr. Joe Tornquist's grandfather homesteaded this area in the 1890s. 
His father told him that while the logging railroad operated there, 
engine crews drew water for their locomotive from the nearby East 
Branch of Wildcat Creek. The location of this watering place was 
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immediately west of the current Port Blakely Tree Farms gate (a few 
feet south of the present day bridge over the tributary mentioned 
above). Figure 10-36 looks north from a position south of the Port 
Blakely gate. Remnants of a cut leading down to the watering place 
can still be found here. 


Before exploring Phase III of the White Star Lumber Company 
Railroad, turn your attention to the village of Whites. Figure 10- 
37 offers a glimpse of the community in 1916. The occasion was 
a celebration marking the arrival of a new locomotive, £ 3, built by 
Heisler. This photograph was provided by Peter J. Replinger. Figure 
10-38, courtesy of the McCleary Museum, shows the same engine 
after years of use had degraded its original paint. 


Figure 10-39 may also have been taken at Whites. The locomotive 
shown 15 a three truck Climax engine built in 1922. The photograph 
is courtesy of the McCleary Museum. When this picture was taken 
the Climax carried the same number (3) displayed previously by the 
company's Heisler locomotive. 


Figure 10-40 15 a modern aerial photograph of Whites. The extensive 
complex of buildings shown in Figure 10-8 has been entirely replaced 
by today's Weyerhaeuser Elma veneer plant. In 2006, log storage 
areas occupy the eastern part of the old sawmill complex. The upper 
and lower log ponds contain no water. Figure 10-41 looks east from a 
position east of the veneer plant. The photograph shows an elevated 
grade constructed in 1912, which also served as the foundation for the 
dam that created the upper log pond. Nowadays logs are stored on the 
old railroad grade. Cattails grow in the depression on the left side of 
the photograph, where the upper log pond was situated. 


Figure 10-42 was taken further east, looking west from the opposite 
side of the pile of logs seen in Figure 10-41. The veneer plant can 
be seen in the distance. Moving farther east, the right of way built in 


Figure 10-36 View NOTET at Port Blakely G Gate 7 1912 is now used by a logging road. Approximately 200 yards east 
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Figure 10-3 7 1916 Arrival Ceremony at Whites. Washington for Heisler Engine # 3 
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of the upper log pond, the logging road curves northeast and climbs 
Veneer Plant a hill, while the railroad grade continues east. Eventually the grade 
also turns northeast as it follows the natural contour of the hill. Figure 
10-43 was taken looking west in a cut located about 300 yards east of 
the upper log pond. 


The next stop 15 a place visited previously while touring the Stimson 
Mill Company Railroad (Chapter 9). Follow directions given in that 
chapter to reach the area of Bush Creek Road shown in Figure 9-29. 
Figure 10-44 was taken looking south along the driveway at 332 Bush 
Creek Road. This spot is located immediately northeast of the arrow 
indicating *Bush Creek Road" in Figure 9-29. Review Figure 9-28 and 
associated text for directions to the place where the White Star Lumber 
Company grade and the Stimson Mill Company grade converged. 
After 1929 the White Star Lumber Company used the previously built 
Stimson Mill Company right of way (shown in red in Figure 9-28) to 
reach timber in Sections 21 and 22 of Township 19 North, Range 5 West. 
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` Figure 10-4: 44. “View South : at 332 TT Creek Road 
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Figure 10-45 was taken looking northeast along the White Star 
Lumber Company grade, approximately 120 yards southeast of the 
location shown in Figure 9-28. Here the Stimson grade is 20 feet 
higher than White Star's right of way, but it is out of sight, up the hill, 
on the left side of the photograph. 


To locate the grade shown in Figure 10-46, return to 332 Bush Creek 
Road and enter the woods on the north side of the road. Approximately 
100 yards north of the place where this photograph was taken, the 
right of way curved northwest before crossing Bush Creek by trestle. 
Figure 10-47 1s an aerial photograph of the region. It shows many 
of the features depicted іп Figure 9-29. То find the main line on the 
other side of Bush Creek, drive north on Bush Creek Road to the 
driveway for 377 Bush Creek Road. This driveway, in a roundabout 
way, leads to the grade on the west side of Bush Creek. Figure 10-48 

7 MM S Ns d looks northwest along part of the driveway which was built over the 
gem 10- 45 SW of . with Stimson Grade old grade. Figure 10-49 displays a piece of railroad iron found on a 
stump immediately south of the driveway. 


Continue exploring Phase III by returning to Cloquallum Road and 
driving north. Turn right (northeast) at Powers Creek Road and stop 
at the junction of Powers Creek Road and Oppelt Road. The Phase III 
main line is now utilized by Oppelt Road. A remnant of the grade can 
be found in an elevated area of newly harvested timberland northwest 
of the junction of Powers Creek Road and Oppelt Road. Figure 10-50 
was taken looking northwest along this right of way. Outbuildings 
behind the residence at 524 Cloquallum Road can be seen in the 
distance. 


Review Figure 10-10, an aerial photograph of the region where the 
main line crossed Cloquallum Road and Cloquallum Creek. Before 
crossing Cloquallum Road, a spur left the main line. The spur remained 
south of the main line where the grades crossed both Cloquallum 
Road and Cloquallum Creek. Mrs. Mary Kling, who resides at 531 





| Figure 10-46 View North at 332 Bush Creek Road 
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Cloquallum Road, kindly allowed access to both grades. Figure 10-51 
is a view looking west immediately west of the Kling residence. Here 
a cut leads to the place where the spur crossed Cloquallum Creek. 


Returning to Cloquallum Road, Figure 10-52 looks northwest on the 
north side of the Kling residence. The photograph shows the position 
of the main line immediately west of Cloquallum Road. Ғагіһег 
northwest, Figure 10-53 gives a glimpse ofthe view looking southeast 
along the main line as it descended toward Cloquallum Creek. 


Mrs. Kling mentioned that at one time the White Star Lumber 
Company had a camp on the east side of Cloquallum Road. Figure 
10-54 15 an undated photograph from Peter J. Replinger. It shows 
White Star Lumber Company locomotive # 1011 on a trestle at a 
Б ; mites | D 4705 White Star camp. Possibly it was this one, near Cloquallum Creek. 
225-0222. 2202-2-79 North and west of Cloquallum Creek, most of the grades constructed 


Figure 10-51 t along Spu during Phase III have been converted into truck logging roads. 
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Figure 10-52 View NW at 531 Cloquallum Road № Figure 10-53 View SE to oad 
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Figure 10-54 | White Star Lumber Company Engine #1011 
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Figure 10-55 Aerial Photograph of Section 29 
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From 531 Cloquallum Road, the northwest portion of Phase IV of 
the railroad can be reached by driving approximately 4.5 miles north 
along Cloquallum Road. Stop at the place where the road crosses 
Cloquallum Creek in Section 29 of Township 19 North, Range 5 West. 
Figure 10-55 15 a modern aerial photograph of the area. Figure 10-56 
is courtesy of the Weyerhaeuser Archives. This map records a timber 
cruise made 1 May 1931. The track shown was being used by the 
White Star Lumber Company to log Weyerhaeuser timber in Section 
29. 


Figure 10-57 was taken from the Cloquallum Road bridge in Section 
29, looking southeast over Cloquallum Creek. Remnants of a spur, 
used by the railroad to cross the creek, are still visible. 


Review Figure 10-15. This map records a timber cruise made nine 
months after the cruise shown in Figure 10-56. The track in the 
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Figure 10-56 1 


northeast corner of the section was used to harvest timber owned by 
the Port Blakely Mill Company in Sections 21 and 22. 


A portion of the White Star Lumber Company Railroad in Section 
29 utilized a right of way constructed years earlier by the Blakely 
Railroad. Figure 10-55 identifies that segment of grade. 


Resume driving north on Cloquallum Road. After crossing Cloquallum 
Creek a second time, turn right (east) approximately 110 yards beyond 
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the bridge. After passing a timber company gate, veer left where the 
road divides. East of this point the road crosses a culvert and joins 
the grade used by the White Star Lumber Company to reach timber 
in Sections 21 and 22 of Township 19 North, Range 5 West. Review 
Figure 10-16, which displays these sections. Figure 10-58 was taken 
looking northeast in Section 21 at the place where the line leading east 
to Section 22 separated from a spur used to harvest the northern part 
of Section 21. 


Exploration of the northeast portion of the railroad's Phase IV 15 
severely limited by both distance and topography. Entrance to the 
old grades can be achieved using the same logging roads utilized for 
access to Stimson Mill Company rights of way. Review Figure 9-17 
for directions to the area. The hike north to new grades built by the 
White Star Lumber Company is several miles in length and crosses 
hilly terrain. If the day 1s sunny, the scenery is striking. 

View East at Cloquallum Road 

For many people, contemplation of the era of the logging railroad 15 
associated with nostalgia. A plentiful number of old photographs of 
the village of Whites, its mill, and its railroad, amplifies this feeling. 
In contrast to the subdued pace of life seen at Whites today, the 
community was a beehive of activity one hundred years ago. Then, it 
was typical of many south Puget Sound communities which would not 
have existed without the railroad. 
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Figure 10-5 8 View NE in Section 21 
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Appendix A 


Chronology of Railroad Development in Olympia 





Appendix A combines factual information, culled from a variety of 
sources and displayed in italics, with articles (shown in standard 
type) from The Olympian, a daily newspaper published at Olympia, 
Washington. 


July 1878 


Construction of the Olympia & Tenino Railroad Company is 
completed. The narrow gauge line is fifteen miles long and runs 
from the west side of Budd Inlet to a terminal on the Northern Pacific 
Railroad at Tenino. 


6 August 1881 


The Olympia & Tenino Railroad Company incorporates as the 
Olympia & Chehalis Valley Railroad Company. 


5 August 1888 


The Puget Sound & Chehalis Railroad Company is incorporated in 
Washington Territory. 


November 1888 


The Puget Sound & Chehalis Railroad purchases timberland in 
Sections 10 and 14 of Township 18 North, Range 4 West. 


8 November 1889 


The Portland & Puget Sound Railroad Company, a subsidiary of the 
Union Pacific Railroad, is incorporated in Washington State. Capital 
is $5,000,000. Place of business is Portland, Oregon. 


1890 


Poors Manual of Railroads reports that the Puget Sound & 


Chehalis Railroad plans to build an extension of its right of way to 
Montesano. 


11 September 1890 


The Olympia & Chehalis Valley Railroad Company is sold to the 
Port Townsend Southern Railroad. The Olympia & Chehalis 
Valley Railroad Company becomes the Southern Division of the Port 
Townsend Southern Railroad. 


October 1890 

The Great Northern Railway obtains a half interest in the Portland & 
Puget Sound Railroad Company by agreeing to pay for fifty percent 
of construction costs. 


16 December 1890 


Cash flow problems halt construction of the Portland & Puget Sound 
Railroad Company. A proposed tunnel, under Capitol Boulevard, 





237 





was not built. South of the tunnel, a ПИ west of the Deschutes River 
was already completed. 


1891 


Тһе Tacoma, Olympia « Grays Harbor Railroad is built through 
Olympia by the Northern Pacific Railroad. 


18 February 1896 


The East Side Railway Company is incorporated in Olympia with 
capitol stock of $1,500. An agreement dated 4 December 1911 between 
the Olympia Power & Light Company and the East Side Railway 
Company indicates that the railroad ran along Jefferson Street and 
crossed Fourth Avenue. It served "the log shippers spur.” 


29 March 1898 


The Seattle & Montana Railroad Company, a subsidiary of the Great 
Northern Railway, is incorporated inthestateof Washington. Itincludes 
most of the Great Northern Railway lines north and east of Seattle. 


23 July 1901 


The Seattle & Montana Railroad Company acquires the Thurston 
County holdings of the Portland & Puget Sound Railroad Company 
for $1,667,200. Thurston County levy file # 21047 indicates that there 
was a sheriff 5 judgment against the Seattle & Montana Railroad 
Company for back taxes owed by the Portland & Puget Sound 
Railroad Company. 


23 January 1902 


The Portland & Seattle Railway Company is incorporated. lt is 
a jointly owned venture of the Great Northern Railway and the 
Northern Pacific Railroad. Its name was changed on I January 
1908 to the Spokane, Portland & Seattle Railway. This railroad was 
eventually built and operated between Spokane and Portland. 


8 December 1902 


The Washington-Oregon Corporation is incorporated with a capital 
stock of $5,000,000. Place of business is Vancouver, Washington. 
(Initially this corporation was in the business of owning and operating 
electric utilities). 


28 November 1905 


The Wolverine Company sells the Puget Sound & Chehalis Railroad 
and associated real estate to the Henry McCleary Timber Company. 
The property acquired in November 1888 (see above) was not 
included in this sale, indicating that the company had disposed of that 


property. 
7 March 1906 


The Northwestern Improvement Company (the assignee of the Seattle 
& Montana Railroad Company) obtains control of the Thurston 
County holdings of the Portland & Puget Sound Railroad Company. 
Thurston County levy # 32378 perfects the title of the Northwestern 
Improvement Company, with a stated value of $1,400,000. (The 
Northwestern Improvement Company was a jointly owned operation 
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of the Great Northern Railway and the Northern Pacific Railroad, as 
was the Spokane, Portland & Seattle Railway). 


11 April 1906 


The Henry McCleary Timber Company is reorganized, becoming the 
incorporated Henry McCleary Company. The successor corporation 
acquires all the property detailed in the (above) 26 November 1905 
transaction. McCleary never incorporated his railroad as an entity 
separate from the Henry McCleary Company. 


16 June 1906 

The Northwestern Improvement Company sells the Thurston County 
right of way of the Portland & Puget Sound Railroad Company to the 
Portland & Seattle Railway Company (predecessor of the Spokane, 
Portland & Seattle Railway). 

1 April 1911 


The Washington-Oregon Corporation issues bonds in the amount of 
$5,000,000 backed by Fidelity Trust Company of Pennsylvania. 


6 September 1911 


The Olympia Terminal Railway Company is incorporated at Olympia 
with a capital stock of $1,000. 


8 February 1912 
INTERURBAN TO BE BUILT TO OLYMPIA SAYS MORRIS 


SURVEYORS MAPPING OUT ROUTE 
WILL BE IN CITY FRIDAY OR SATURDAY 


That the Washington-Oregon corporation “will build its line to 
tidewater in Olympia during the coming months is a certainty", said 
George A. Morris, publicity man for the company while in Olympia 
yesterday. Engineer A. Harmony, in charge of the . . . survey work. 
[The men had been laying out the route near Centralia]. 


9 February 1912 


Minutes of a meeting of the Board of the Olympia Terminal Railway 
Company state that the company resolves to build a railroad 
"Beginning at the southerly limits of the City of Olympia. . . where 
the sand pit road, or street, formerly called the Portland & Puget 
Sound right of way ends; thence in a generally southerly direction 
through the said County of Thurston to a point on the south line of 
Section three (3), Township seventeen (17) North of Range two (2) 
West W. M., the estimated length of which line of railroad is three 
miles." 


10 February 1912 


HODGE, RIGHT-OF-WAY AGENT FOR W. O., LOOKS UP 
ROUTE 


FORMER CITY CLERK OF CENTRALIA COMES, PRELIMINARY 
TO FINAL SURVEY FOR INTERURBAN 


W. H. Hodge, formerly city clerk of Centralia and recently appointed 
as right of way field agent for the Washington-Oregon corporation 
which intends to build to tidewater at Olympia during the coming 
summer, was in the city yesterday looking up some maps and charts, 
to obtain the right of way for the new interurban to this city. . . 
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2] February 1912 


The Olympia Terminal Railway Company files suit (Lis Pendens) 
against the Spokane, Portland & Seattle Railway to obtain the right 
of way of the Portland & Puget Sound Railroad Company from 
Tumwater to a point on the south line of Section 34, Township 18 North, 
Range 2 West. (Note that the south end of the right of way requested is 
one mile north of that stated in the minutes of the company 8 meeting 
on 9 February 1912. This discrepancy was corrected [see below] by 
a later Lis Pendens suit filed 14 August 1912). 


22 February 1912 
TERMINAL ROAD TO TAP NEW N. P. GRADE LINE 


TERMINAL COMPANY SUES TO SECURE TITLE TO OLD U. P. 
GRADE 


With the filing of a suit in the superior court yesterday afternoon by 
the Olympia Terminal Railway Company, for the right to condemn 
the old Union Pacific grade, or Portland and Puget Sound right of way 
as it was also known, another move was made by the local company 
to get another railroad outlet for Olympia business. The Olympia 
Terminal Railway Company which 15 a local corporation backed by 
local capital, is anxious to get a line into Bush Prairie. . . a cheap 
and good grade to tap the main line of the Northern pacific railroad 
between Puget Sound and Portland when the Point Defiance cut off is 
made. 


Dr. P. H. Carlyon who secured the franchise for the common user 
belt line railroad about the Olympia waterfront yesterday, accepted 
the franchise granted by the Tumwater City Council so that if the 
condemnation suit against the Spokane, Portland and Seattle Railroad, 
owners of the Union Pacific grade, 1s successful, it is hoped that the 


Olympia Terminal Railway Company will be in good shape to connect 
up with the Northern Pacific main line when it 15 completed. 


To put Olympia in closer contact with the main line between Tacoma 
and Portland is the object of the local men backing the movement. 
They are operating slowly but unless unfortunate obstacles arise will 
have all the data necessary for the extension of the line at the proper 
time and hope then to be able to finance it. The surveyors now in the 
field are local boys and are gathering information relative to grades 
and topography that will be needed when it comes time to build. 


Once out on the prairie it is figured that it will be a comparatively easy 
matter to run a line and connect up with the Northern Pacific over 
whose tracks the Great Northern and Harriman systems also operate 
their main. The plan 15 to select the cheapest and best road and then 
put on a gasoline motor car for the accommodation of passengers 
while an engine can be secured if necessary to haul freight cars in and 
out and do necessary switching. 


It is stated that the new line will interfere in no way with the plans 
of the Washington-Oregon interurban people. They have announced 
their plan to build into Centralia by summer and by connecting up with 
Centralia and Chehalis, give the quarries and mines around Tenino 
and Tono an outlet to tidewater through Olympia. That the interurban 
line can use the tracks and facilities of the Olympia Terminal company 
is conceded and іп all probability such an arrangement will be made 
later. 


When the local surveyors sent out by the Olympia company started 
work a few days ago the rumor was put in circulation that some 
transcontinental road was preparing to come into the city. This was 
soon set at rest, however, and the filing of the condemnation suit 
started yesterday shows that the statement made by the local men that 
the surveyors were merely locating the old right of way, are correct. 
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The local company sets forth that the land sought to be condemned 15 
desired for the construction of a road from the southerly limits of the 
city, where the Sand Pit Road, formerly the Portland and Puget Sound 
Railway, ends, and continuing in a generally southerly direction to 
a point on the south line of Section 3, Township 17 North, Range 2 
West, a distance of three miles. The hearing on the petition was set for 
March 19 at the opening of the court. 


31 March 1912 
FIRST CAR IS TAKEN OVER NEW BELT LINE 


LOCOMOTIVE TAKES MACHINERY TO CANNERY 
LARGE CROWD WITNESSES EVENT 


The plans of Dr. P. H. Carlyon for the improvement of the railroad 
condition of Olympia took a tangible form yesterday afternoon when 
a locomotive hauling three car loads of machinery for the new cannery 
pulled out onto the north fill from the old Jefferson Street tracks. The 
machinery had been at the yards of the Northern Pacific for a couple 
of days and manager Ewald decided to have the cars brought out at 
this time instead of waiting on the spur that 15 to serve the cannery in 
the future. 


Had the decision to move the cars from the Northern Pacific yards 
to the cannery been decided on earlier in the day, there would have 
doubtless been a goodly bunch of boosters present to greet the first 
train over the new road of the Olympia Terminal Railway Company 
and to give the glad hand to Dr. Carlyon over the completion. 
connecting the Capitol City with all of the transcontinental railways 
traversing the county to the south of the city. . . those who discussed 
the belt road and its now assured connection with the Point Defiance 
water level grade line. 


] April 1912 


Minutes of a meeting of the Board of the Olympia Terminal Railway 
Company state that the company resolves to build a branch line of 
the railroad "Beginning at some convenient point in the Town of 
Tumwater. . . on the main line of this Company s railway; thence in a 
generally southeasterly direction through the said County of Thurston 
to some convenient point where suitable physical connection can be 
made with the Point Defiance cut off, or extension, of the Northern 
Pacific Railway Companys line between Pattersons Lake апа the 
Deschutes River . . . the estimated length of which line of railroad 
is about seven (7) miles." 


9 April 1912 
MORE LAND FOR ROAD OBTAINED 


HAZARD STEVENS GIVES TERMINAL COMPANY 
RIGHT-OF-WAY THROUGH STEVENS ADDITION 


A letter was read at the meeting of the trustees of the Chamber of 
Commerce last night from Hazard Stevens in which the writer states 
that he 1s happy to grant to the Olympia Terminal Railway Company 
a right of way over the Stevens Addition for the extension of the 
company's tracks south to Tumwater. There was no little question 
as to what action Mr. Stevens would take in the matter in view of his 
general interest in the prosperity of the city. . . 


12 April 1912 


The Washington-Oregon Corporation amends its charter to allow it 
to extend its lines. 
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19 April 1912 
ROUTE FOR W. O. INTERURBAN HAS BEEN OBTAINED 


RIGHT-OF-WAY FROM KALAMA TO TENINO COMPLETES 
LINE OF PROPOSED ROAD 


According to a report from Chehalis the Lewis county commissioners 
have granted the Washington Oregon Corporation right of way over 
certain strips of land in the county which together with the right of 
way on which options have already been acquired completes the 
route of the proposed interurban from Kalama to Tenino and gives 
practical assurance that the road will be built to Olympia before the 
end of the year. Representatives of the company have been in the city 
at different times arranging for options of right of way routes from 
Tenino to Olympia and there will be no difficulty in reaching Olympia 
after the road is projected from Vancouver and Kalama to Tenino. 


30 June 1912 
$10,000 NEEDED TO SECURE ROUTE FOR TERMINAL LINE 


CHAMBERS TO CONSIDER MATTERS AT MEETING MONDAY 
NIGHT 


At the meeting of the Chamber of Commerce trustees Monday 
evening will be taken up the question of settling as soon as possible all 
difficulties regarding the securing of the needed right of way between 
Olympia and Tumwater to insure the Olympia Terminal railroad а 
connection with the main line of the Northern Pacific at a point nine 
or ten miles south of this city. The men backing the movement have 
completed the preliminary arrangements but now need assistance in 
getting the small portion of right of way required, so as to induce the 
financial backers to start construction at once. 


Dr. P. H. Carlyon has secured the required franchise and through 
his efforts the belt line about the Olympia water front has been 
constructed but now the connection is needed that will give Olympia 
industries direct connection with the main line of the Northern Pacific, 
the Harriman system, and the Great Northern railroad. 


It is estimated that it will cost about $10,000 to secure the property 
needed. The plan proposed is to have the Chamber of Commerce raise 
the money by popular subscription, for it 1s stated by those favoring 
the idea that if the Westside alone could raise $10,000 to secure the 
building of a street car line to that section of the city that the entire 
city of Olympia should not have much trouble raising $10,000 for a 
new railroad. 


Those advocating the plan declare that the entire sum can be raised in 
half a day if the Chamber of Commerce puts the proper committees to 
work and they work. Inasmuch as the Chamber started the new year 
with the avowed intention of devoting all of its energies toward the 
securing of a new railroad for Olympia, it 1s believed that the labor of 
raising the money will not be too difficult. 


For some weeks past the work on the securing of the new railroad, 
while not lagging, has made few advances. Now it will be pushed 
forward with renewed vigor. 


Inasmuch as the Chamber proposes to take a vacation until fall, many 
of the trustees are anxious to see the work of securing the needed 
$10,000 not only put under way but accomplished before a recess 15 
taken. Then it 1s figured that when the fall sessions are opened up 
again, a big campaign for membership will meet with great success. 


None of the enthusiasts will concede that there is any chance for 
failure. However, іп the event the line should not be built, the 
Olympia waterfront will get an outlet through a car barge service 
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between Olympia and Tacoma. This plan is not only possible, but is 
highly practical, as the Chicago, Milwaukee & Puget Sound railroad 
now operates such a service between Seattle and Bellingham, about 
three times the distance between Olympia and Tacoma. 


The session of the Chamber trustees tomorrow night promises to be of 
unusual interest. That there will be a full attendance is certain for the 
securing of a new railroad is the work of the Chamber this year апа 
some important questions are to come up for settlement. 


13 August 1912 


Minutes of a meeting of the Board of the Olympia Terminal Railway 
Company state that the company resolves to build a line of railroad 
"Beginning at a point on the south line of Section three (3), Township 
seventeen (17) North, Range two (2) West, Willamette Meridian; 
thence in a generally southerly direction through the said County 
of Thurston to a point on the south line of Section twenty-four 
(24), Township fifteen (15) North, Range three (3) West, Willamette 
Meridian, the estimated length of which line of railroad is twenty (20) 
miles." 


14 August 1912 


The Olympia Terminal Railway Company files suit (Lis Pendens) 
against the Spokane, Portland & Seattle Railway to obtain the right 
of way of the Portland & Puget Sound Railroad Company from the 
south line of Section 3 of Township 17 North, Range 2 West, to the 
south line of Section 24 of Township 15 North, Range 3 West. 


15 August 1912 


TERMINAL PLANS SUBJECT OF MASS MEETING 
TONIGHT 


DR. CARLYON 
CONNECTION 


WILL OUTLINE PLAN FOR RAILROAD 


Those interested in securing a new terminal railroad for Olympia 
have called a mass meeting of the Olympia residents to be held in 
the chambers of the superior court house at 8 o'clock this evening to 
listen to the plans outlined by Dr. P. H. Carlyon for the building of the 
terminal railroad connections. Not only are the business men, but the 
citizens іп general are asked to be in attendance tonight for the matter 
is of interest to every resident of Olympia. 


Through the building of the belt line around the Carlyon fill, that 
section of the city has been turned into a business district that amazes 
the visitor and through the securing of connections with the Northern 
Pacific main line and the Milwaukee tracks, many additional payrolls 
can be added to this city. Dr. Carlyon has a plan mapped out for the 
construction of the road and he desires to present it in public so that all 
who are interested can be present and obtain the details. 


It will require quick action to secure the building of the line and for 
that reason it is desired that every person interested in the upbuilding 
of Olympia be present. It 1s predicted that a large crowd will be on 
hand when the time comes for the meeting. . . 


16 August 1912 

$10,800 SECURED IN HALF HOUR AT SPIRITED MEETING 
CONNECTION OF TERMINAL WITH TRANSCONTINENTAL 
LINES IS ASSURED-CARLYON OUTLINES PLAN-COMMITTEE 


OF EIGHT TO MEET TODAY TO SOLICIT SUBSCRIPTIONS 
CITY THOROUGHLY AROUSED OVER PROJECT 


At a meeting of the Olympia citizens last night, in less than one hour, 
a total of $10,000 was raised of the $25,000 bonus required for the 
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construction of about ten miles of railroad to connect Olympia's 
water front belt line with the main lines of the Northern Pacific and 
the Milwaukee railroads. The money was quickly raised following a 
number of short speeches, among the talkers being Dr. P. H. Carlyon, 
who was responsible for the construction of the belt line and the 
interesting of the outside capital needed for the building of the new 
road. 


It was a representative crowd in every way that filled the superior court 
room to overflowing, every seat being occupied and a number standing 
in the hallway. Тһе audience represented every line of business in 
the city, with the exception of the big corporations. By chance, 
through this being the vacation period, the large corporations were 
unfortunately not represented. A committee was named, composed of 
E. C. Williamson, G. H. Funk, A. H. Christopher, Millard Lemon, J. 
L. Peters, George Draham, James Martin, and John Barnes, to collect 
funds. This committee will meet at the office of Blake, Williamson 
and Peters on Fourth Street at nine o'clock or earlier this morning, and 
it is predicted that the amount necessary to complete the $25,000 will 
be raised іп a very short time. The big corporations are expected to do 
their share and when the business men and property holders who were 
not in attendance last night are seen, it 1s expected that the required 
amount will be forthcoming. 


There have been enthusiastic meetings in Olympia before, but in none 
was the spirit displayed any more jubilant than that of last night. That 
Olympia will secure the new railroad 1s now certain. This was evident 
the moment C. H. Springer called the gathering to order and Fred Hepp 
was selected to act as secretary, until the gathering 1s adjourned. The 
proposition outlined by Dr. P. H. Carlyon was so clear, concise and 
fair that it appealed to everyone and there was no hesitancy in signing 
up for the different amounts on the part of those who were anxious to 
have the road built, for the reason that the money is not to be paid over 
until the line 1s finished. The parties agreeing to construct the railroad 


stipulate that it is to be completed by October 1, 1913, although it 1s 
predicted that it will be in operation before that date. 


The meeting last night was admittedly the most enthusiastic ever held 
in the city of Olympia for any purpose and there was unanimity of 
ideas as well as of expressions from beginning to end which augur . 
. . for the future of the city as well county and entire community. If 
there were any persons present adverse to having the community take 
upon itself the burden of raising the $25,000 bonus to get the railroad 
communication they kept under cover. In fact so decided was the 
optimism at the meeting and so enthusiastic was the hearty support of 
the project that there was no room for the “knockers”. 


The meeting was called to order by Wiliamson who called for 
nomination for permanent chairman. C. H. Baringer was unanimously 
chosen for this position and Fred Hepp was selected for secretary. 


To start the movement Dr. P. H. Carlyon, who has been the moving 
spirit in all considerations, was called upon and he arose and outlined 
the proposition put up to the citizens of Olympia by the investors. In 
concrete terms he stated they would proceed with the construction of 
the road if Olympia offered a subsidy of $25,000, the money to be 
delivered when the road 1s completed and a connection made with 
the Milwaukee road. The investors will execute a bond to have the 
connection made with the Northern Pacific grade line, after which 
the local money will be delivered. Dr. Carlyon pointed out that the 
investors show their good faith. by offering to build and equip the 
terminal line and have secured at least one connection before the 
money 15 turned over. The term of the contractor, it was stated, will 
call for the building and equipment of the road. Dr. Carlyon stated that 
it 1s the intention to operate gasoline cars for passengers and express 
or steam cars for freight if the business justifies such step. Hence the 
road will be in the nature of a suburban. . . as well as offering railroad 
connections between Olympia and the big transcontinental lines. 
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The estimated cost of the new road including cost of right of way, 
construction and equipment, is to be $372,000 and it is to be completed 
by October 1, 1913. 


After Dr. Carlyon had concluded, attorney George Н. Funk spoke. “1 
have been watching conditions here for a number of years," said he, 
"and I have finally come to the conclusion that we have the foundation 
for a large and prosperous city, providing we can secure adequate 
railroad communication. I am fully convinced that this city will 
grow if it is given railroad communication. The large railroads have 
extended their roads just a few miles beyond us, and now when this 
excellent opportunity is afforded to build out to these roads, I think we 
ought to grasp it. I would say if we allow this opportunity to slip by 
we are a bunch of numbskulls. It is the duty of every citizen to take 
an interest in this matter, and this 1s one of the unfailing tests of right 
citizenship." 


Millard Lemon said in effect, “Since the Westside alone could raise 
a bonus of $15,000 for the extension of the street railway I think the 
entire city should subscribe the $25,000 with perfect ease. Olympia 
has subscribed $50,000 at various times-when the Northern Pacific 
built in, when the U. P. intended to build їп, and also when the Tenino 
line was built-and to raise this amount now ought to be an easy task. 
The present route offers the best and easiest approach to this city and 
the proposition 1s legitimate." 


F. M. Kenny, cashier ofthe Olympia National Bank, spoke along similar 
lines, and he pointed out in particular that when the money was raised 
and the line completed Olympia will have direct connection with, 
practically, four transcontinental lines, the N. P., G. N., O. W. R. & N., 
and the Milwaukee, and will therefore derive extensive advertising in 
circulars, tending to draw immigrants to Thurston County. “For this 
reason, if for none other,” said Mr. Kenny, “This proposition ought to 
have the support of every resident of Olympia.” 


Mr. Kenny stated that Leopold Schmidt, Sr., president of the Olympia 
Brewing Company and the Olympia National Bank, is out of the city 
but that he could assure the promoters of the proposition that his 
companies would subscribe a substantial sum. 


Whereas the Olympia Terminal Railway company, a corporation, 15 
seeking financial aid from the citizens of Olympia, Washington, for the 
construction of not less than 60 pound steel to form a connection with 
the present track of said railroad in said city of Olympia to the tracks 
of the Chicago, Milwaukee and Puget Sound Railway company at a 
point between the plant of the Gregory Mill in Section 1 of Township 
17N Range 1W, Willamette Meridian, and a point in Section 6 of 
Township 16N Range 3W, Willamette Meridian, and a connection 
with the new line of the Northern Pacific Railway company now under 
construction between the city of Tacoma, Washington, and the city of 
Portland, Oregon. 


Now, therefore, we, the undersigned, subscribers to the amount 
set opposite our respective names to be paid to the said Olympia 
Terminal Railway company, its successors and assigns, when said 
Olympia Terminal Railway company, its successors and assigns 
shall have constructed its line of road from its present railroad tracks 
in the city of Olympia to the connection above described with the 
Chicago, Milwaukee and Puget Sound Railway company’s track, said 
construction to be completed on or before October 1*, 1913. 


Before said money shall be payable, however, the said Olympia 
Terminal Railway company, its successors and assigns shall make, 
execute and deliver a good and sufficient bond to each person or 
persons as the subscribers hereto, or a majority of them, may direct, 
conditional for the construction, within a reasonable time not to 
exceed one year after the completion of the said new line of the 
Northern Pacific Railway company, as aforesaid, of a like standard 





245 





gauge line of like standard construction from some point on its line to 
some convenient point for physical connection with the new line of 
said Northern Pacific Railway company. 


This subscription is made with the understanding that if the said 
road is not built, as aforesaid, to a connection with the Chicago, 
Milwaukee and Puget Sound Railway company's tracks as aforesaid, 
before the first day of October, 1913, these presents are void and no 
liability attaches to any subscriber thereto, provided that there shall be 
deducted for any delay occasioned said Olympia Terminal Railway 
company, its successors and assigns, in the construction of said road 
by strikes, legal proceedings in court, or unavoidable accidents. 


Dated Olympia, Washington, this 18^ day of August, A. D. 1912 
22 August 1912 
THACKER SAYS NO RAILROAD FOR OLYMPIA 


"BOSS" THACKER REPORTED TO HAVE DECLARED SUBSIDY 
CANNOT BE RAISED UNTIL HE AUTHORIZES IT 


Nothing in recent years has caused the surprise in Olympia business 
circles that was occasioned yesterday morning when J. T. Thacker, who 
is declared to admit he 1s the political boss of Olympia and Thurston 
County, served notice on the committee raising the bonus for the new 
railroad that the money couldn't be had until after the election. This 
defi (sic) from the so called “boss” immediately started trouble as it 1s 
claimed that he declared he has a large number of businessmen behind 
him. Thacker says Olympia can't have the railroad until he says so, 
according to report. 


The daring of Thacker's announcement is what startled the committee 
for he plainly told them that the building of the road would give Dr. 
P. H. Carlyon too much political advantage. He did not say, however, 


whether he would prevent the citizens of Olympia to subscribe the 
necessary money when the campaign 15 over, or not. The members of 
the committee were a little too amazed at his direct orders for them to 
stop working for a new railroad to find out whether Thacker and his 
backers will permit them to continue after he has dictated to the voters 
of Olympia and Thurston County, who they shall have in office. 


It was found out afterwards, also, that no one had thought to ask 
Thacker what particular lines of . he will tolerate until the 
campaign is over. When he returned from California it was rumored 
that he had declared he was still boss in Thurston County and that no 
matter how much good works Dr. Carlyon had done in keeping the 
Capitol here, how many railroads he might get built or how many 
improvements might be made to the Olympia waterfront, that he could 
not go to the senate unless he (Thacker) approved. He also made it 
plain that he did not approve. 


Just what Dr. Carlyon and his friends will do is not yet announced but 
it 1s likely that they will make an endeavor to find out just how big 
a “boss” Thacker happens to be and to see if he does carry Thurston 
County in his vest pocket. Most of Dr. Carlyon's friends merely smile 
at Thacker, declare the latter 1s fighting windmills and that not only 
will the subsidy be raised, but Dr. Carlyon will be nominated by a big 
vote. Most of the business men are laughing at Thacker and his claim 
of being “boss”, insisting that he is going to have trouble in delivering 
support to anyone when the time comes. . . 


12 October 1912 


Minutes of a meeting of the Board of the Olympia Terminal Railway 
Company state that the company resolves to build a line of railroad 
"Beginning at a point on the south line of Section twenty-four (24), 
Township fifteen (15) North, Range three (3) West, W. M.; thence in 
a generally southerly direction through the county of Lewis . . . to 
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the cities of Centralia and Chehalis, in Lewis County, the estimated 
length of which line of railroad is ten (10) miles. " 


26 February 1913 
WEST SIDE MILL IS SOLD TO HENRY MCCLEARY 


SASH AND DOOR PLANT TO BE OPERATED ON BIG PLAN 
IT IS ESTIMATED THAT ONE HUNDRED TWENTY FIVE MEN 
WILL BE EMPLOYED 


That Henry McCleary, representing the McCleary company at 
McCleary, has closed the deal with the stockholders of the Westside 
mill for the purchase of the big plant was stated last night, and this 
is taken to mean that within a short time the mill will be overhauled, 
equipped with modern and up to date machinery, and started to operate 
within a very short time. At the present time the new owners are 
operating the biggest sash and door factory in the world at McCleary, 
but realizing the necessity of having a plant on tidewater, are reported 
to have selected Olympia as the most available and the best place to 
put in such a mill as they desire. It is announced they plan to cut for 
the coastwise and export trade, and want to be in a position to get a 
good share of the business that 1s expected to follow the opening of 
the Panama Сапа]. ... 

The company has large timber holdings near McCleary, and it is stated 
that their logging railroad, which 1s just the other side of the hill west 
of town, will be extended to the Westside mill, which has a capacity 
of 100,000 feet a day. When this 1s done they can easily handle their 
own product over their own line and over their own wharf and docks 
to the bottoms to carry the output to different ports. . . . 


1 April 1913 


The Washington-Oregon Corporation issues bonds in the amount of 
$1,000,000 backed by the Philadelphia Trust Company. 


1 July 1913 


The Olympia Southern Railway Company is incorporated by F. R. 
Brown of Olympia and B. H. Rhodes of Centralia. Capital stock is 
$100,000. Place of business is Centralia. (In 1889, F R. Brown, 
living in Olympia, had been an official of the Olympia & Chehalis 
Valley Railroad Company, the predecessor of the Port Townsend 
Southern Railroad.) 


2 July 1913 


The Olympia Southern Railway Company, plaintiff, files suit against 
the Olympia Terminal Railway Company, defendant, in Thurston 
County Superior Court. The former company seeks to obtain a part of 
the right of way of the Portland & Puget Sound Railroad Company. 
The segment desired is that portion lying south of the line of the 
Chicago, Milwaukee & St. Paul Railway Company, (predecessor of 
the Chicago, Milwaukee, St. Paul & Pacific Railroad, known as The 
Milwaukee Road) west of Maytown. At a later date, B. H. Rhodes, a 
representative of the plaintiff, requested that the suit be dismissed. 


2 July 1913 
RAILROAD PLAN IS OUTLINED IN ARTICLES FILED 


One of the first definite steps toward a long hoped for railroad in this 
part of the state was taken yesterday when there was filed with the 
secretary of state articles of incorporation for the Olympia Railway 
Company. Just what is back of this incorporation is a problem such as 
always hangs over new projects of this kind, but there 1s hope existing 
here that it will prove the beginning of a system of railroad lines that 
will mean much to southwest Washington. 


The plans provide for a line, either steam or electric, from Olympia, 
the southern point on Puget Sound, to the Columbia River in Cowlitz 
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or Clarke County, passing through Centralia and other valley points 
to the south of here. From Centralia there 15 projected a branch line 
to Willapa Harbor. 


The articles name F. R. Brown of Olympia and B. H. Rhodes of 
Centralia as the incorporators. The fact that the capital stock 15 only 
$100,000 is taken not as an indication of the insignificance of the 
scheme, but rather that it 1s designed to be a practical rather than а 
wild-cat promotion. 


While no announcements of any nature have been made, it is expected 
that developments will be noted within a short time, some of them 
being expected today either in Olympia or Centralia. 


10 July 1913 
TWELVE THOUSAND TO 


TERMINAL RAILWAY PAYS 
CITY 


MAY MEAN EARLY IMPROVEMENT OF PROPERTY WITH 
VIEW TO BUILDING ROAD 


City Attorney W. H. Brackett yesterday received $12,500 from the 
Olympia Terminal Railway company in full payment for all sums due 
on its waterfront property included in the Carlyon and Swantown fill 
districts іп the north end of the city. 


The payment of the money, following the action of the company a few 
months ago in paying $5,000 to cover the annual payment and interest 
due at that time, 15 regarded as an indicator that the company proposes 
to improve the property immediately and to get into shape so that the 
finances will not be bothered by the interest charges. 


As the result of the company paying in these large sums, City Treasurer 
Brackett announces that he will be able to pay off the $6,200 interest 


due on the $90,000 Carlyon fill district and in addition will retire 
$17,600 worth of the bonds. 


23 July 1913 
OLYMPIA WILL BENEFIT FROM NEW RAILROAD 


That Olympia will be one of the greatest beneficiaries of the water 
grade route of the Northern Pacific Railroad when it is put in 
operation, is the sentiment expressed in an article in the development 
section of the Tacoma Ledger. The article, outlining the project and 
suggesting the benefit to be derived by this part of the state, Olympia 
in particular, follows: 


“Тһе Point Defiance water-grade route of the Northern Pacific railway 
seems destined to do more in the immediate future toward state 
development, than it will toward developing the zone included and 
surrounding Tacoma. The newest feature arising from its construction 
is an expansion policy leading toward southwest Washington, which 
will not only do much toward the improvement of that section but in 
so doing will add greatly to Tacoma's trade territory." 


"Olympia, the state's capital, appears to be the city which will gain 
chiefly in view of the new projects under way. Recently the Olympia 
southern Railway company filed its articles of incorporation and has 
since started suits of condemnation to secure land for its right of way. 
This company plans to construct a railroad line from Olympia to a 
connecting point with the Northern Pacific's Point Defiance Line—a 
branch which will be between seven and eight miles in length. From 
the method of the company's incorporation and plan of construction 
it is believed by local railroad men that the road built will be for joint 
users' purposes." 


"Should this be the case Olympia will be made at once accessible to 
four railroad lines. The Northern Pacific, Great Northern, O. W. R. 
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& N. Company and the Milwaukee will all be enabled to enter the 
capitol city over the joint user's line." 


“Мт. Lord of the Olympia First National Bank and Dr. Carlyon of 
Olympia are among the chief promoters of the Olympia Southern 
Railway." 


“Тһе coming of the Panama Canal together with the completion of 
the new cut off via Point Defiance is expected by railroad men to 
mean an era of immense development for Southwest Washington and 
the Grays Harbor district. Great lumber industries are located in this 
region, which 1$ as yet not thoroughly served by railroads.” 


"Railroad men in Tacoma now predict that the time 1s near at hand 
when railroads penetrating the southwest will be compelled to build 
many new branches to serve territory as yet absolutely untouched by 
other than logging roads. For example, it 15 pointed out, there is not a 
single branch line running eastward between Vancouver, Washington, 
and Tacoma, a distance of 132 miles. AII that are in operation now in 
that entire stretch of territory, so far as eastward travel 1s concerned, 
are one logging road and two coal roads." 


“Тһе Eastern Railway & Lumber Company maintains a logging road, 
the Centralia Eastern 15 a coal branch running to Mendota, and the 
Tono branch of the Oregon Washington 1s also а coal mine route. . . .” 


“Тһе country in. . these long stretches of railless (sic) territory 
is some of the richest in the state in timber and mining resources. 
Hitherto the railroads running near it have been content to build spurs 
only to where business actually existed; now railroad men say, a 
policy of expansion and development of country, where business can 
be made, will be the logical result of the new conditions." 


10 August 1913 
INDUSTRY IS ALIVE AND RAILROAD SEEMS CERTAIN 


SPIRIT OF PROGRESS PREVAILS; LABOR HAS NO TROUBLE 
TO FIND EMPLOYMENT 


With the announcement that the Chicago, Milwaukee & St. Paul 
railroad 15 behind The Olympia & Southern railroad that is now 
applying for franchises in Centralia and Chehalis and 1s buying up 
right of way to reach the proposed line in Thurston county, and with 
all the mills in this vicinity operating to full capacity, with the national 
cannery company working two shifts and running to full capacity 
even with its modern and up-to-date additional machinery, and the 
news abroad that the McClearys will have their big west side lumber 
plant in operation by September 1, not to mention the starting of a 
big crew of men to work concreting the Northern Pacific tunnel along 
Seventh Street, Olympia is now enjoying greater prosperity due to 
these various activities than any other community in this section. 


Work has been plentiful all summer and laborers and workmen of all 
kinds are finding no trouble in getting employment. 


That the Milwaukee railroad will have a line into Olympia within a 
year 15 the firm conviction of many who see in all the various activities 
a sign of the best time in this city for some time to come. The 
statement of a high Milwaukee official at Tacoma to the effect that 
his road will build as far as Maytown in Thurston county, connecting 
up the Willapa Harbor branch at that place with its main line to Grays 
Harbor, 1s the source of the belief of those who follow affairs that the 
Milwaukee will come into this city. 


since the establishment of the cannery plant here the Thurston county 
producer has been able to dispose of his goods to a certainty and as a 
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result the ranches and small farmers are paying more attention to their 
berries, small fruits and vegetables. . . 


12 August 1913 
DEEDS INDICATE RIGHT-OF-WAY FOR RAILROAD 


On file with the county auditor yesterday were placed three deeds to 
property which will be used by Dr. P. H. Carlyon as right of way for 
the Olympia Terminal Railway. Two of the deeds run to Dr. Carlyon 
in person and one 15 to the railway company and all are from the 
Casco company of Olympia. In each instance the consideration 1s the 
nominal sum of $10. 


For some time past the Olympia Terminal company has been in the 
field for right of way, but has not pressed the market. The filing of the 
deeds shows that the land needed is being collected steadily. 


The deeds filed yesterday were as follows: 


The Casco company of Olympia deeds to P. H. Carlyon. Fractional lots 
1 апа 2, block 57, which block is common to both Sylvester’s plat of 
Olympia and Swan's addition to the city of Olympia. Consideration, 
$10. 


Quit claim deed -Тһе Casco Company in consideration of the sum of 
$10 to the Olympia Terminal Railway company, a strip of land sixty 
(60) feet in width to the northeast of the L. H. Offutt donation land 
claim in section 33, township 18 north, range 2 west. 


Quit claim deed 2-The Casco Company to P. H. Carlyon, lots 3 and 4, 
block 57. Which block is common both to Sylvester's plat of Olympia 
and Swan's addition. Consideration, $10. 


19 August 1913 


The Olympia Terminal Railway Company sells its rights to the 
portion of the Portland & Puget Sound Railroad Company right of 
way mentioned in the above suit (2 July 1913) to the Puget Sound 
& Willapa Harbor Railway Company (the entity building The 
Milwaukee Road 5 line from a point west of Maytown, in a southward 
direction, through Centralia and Chehalis to Willapa Harbor). 


2] August 1913 
TERMINAL RAILROAD SUES TO GET MILLER PROPERTY 


DR. CARLYON SAYS RIGHT-OF-WAY IS NEARLY COMPLETED 
NOW 


suit was started in the superior court yesterday by Dr. P. H. Carlyon on 
behalf of the Olympia terminal railroad company against Mrs. Mary 
M. Miller and others, to condemn a right of way through her property 
in Swantown addition, lying alongside of the Northern Pacific 
railroad and extending from Eighth Street to a point beyond Union 
Street. Negotiations for that tract have been under way for more than 
a year and a half but as no agreement could be reached the railroad 
has started suit. When the Miller tract 15 cleared up, and two other 
small pieces are secured the Olympia Terminal Railroad will have a 
direct right-of-way from the Olympia waterfront to a point beyond 
Tumwater on the old Union Pacific grade. The Olympia Terminal 
Railroad now has a belt line around the Carlyon fill on North Main 
Street and is connected with the Northern Pacific at the east end of 
the tunnel over the spur running along Jefferson Street. Dr. Carlyon 
authorized the statement. 
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29 August 1913 
NEW RAILROAD FILES PETITION FOR CROSSINGS 


OLYMPIA PLANNED TO BE MADE TERMINAL FOR OLYMPIA 
SOUTHERN LINE 


There has been filed with the public service commission by F. M. 
Dudley of Seattle, general attorney for the Chicago, Milwaukee and 
St. Paul, a petition asking the right to build the line of the proposed 
Olympia Southern railroad across a number of streets of Centralia 
and Chehalis at grade. The petition sets forth that the right of way, 
franchises for which have already been secured through the two 
cities, 1s so uniformly level and so close to surface water, that both 
undercrossings and overhead crossings are impractical. 


The proposed Olympia & Southern line is forecast by the petition 
as running from Grays Harbor to Chehalis, there to connect with the 
Chicago, Milwaukee & St. Paul line, and from which part it would be 
constructed to Olympia northerly, this city to be the terminal. 


No consideration of the petition has been given by the commission, but 
it 15 fairly possible that the members will go to Centralia September 
10, as that day 1s vacant on their fixed schedule and the previous day 
is to be spent on a hearing at Tenino. 


12 September 1913 
CROSSINGS AT GRADE WILL BE ALLOWED 


While no official order has been issued by the public service 
commission, that body has agreed to allow the Olympia & Southern 
Railroad to cross the streets of Centralia and Chehalis at grade, as 
petitioned by the representatives of the constructing company, which 
is known to be connected with the Milwaukee. 


The commission has just returned from a trip there, where they 
inspected the proposed crossings, and conferred with city and railroad 
officials. 


The next public meeting of the commission will be in Seattle on 
september 16, when the Roslyn coal case will be heard relative to 
rates on the Northern Pacific. Following this hearing, the commission 
will spend several days іп eastern Washington on various cases. 


19 September 1913 
MILWAUKEE IS NOW OWNER OF LAND NEEDED 


Dr. P. H. Carlyon, head of the Olympia Terminal Railroad, announced 
last night that the sale of the old Union Pacific right of way from the 
tracks of the Chicago, Milwaukee & St. Paul line to the southern line 
of Thurston county had been completed and that it had been taken 
over by the Milwaukee company. He also stated that the Willapa 
Harbor & Puget Sound, a subsidiary company of the Milwaukee, 
had taken over the Olympia & Southern holdings. These moves are 
interpreted to mean that the Milwaukee will now hurry along the work 
on the Willapa Harbor branch line to connect up that territory with the 
Milwaukee line in southern Thurston county. A short time ago the 
Olympia & Southern applied for permission to cross streets at grade 
in Centralia and Chehalis and their petitions were granted following 
the securing of franchises from these places to operate through these 
towns. 


While local people in touch with the situation hope that the Milwaukee 
will extend into this city, no definite announcement that the extension 
will be made has been secured from any of the officials of the line. 
The Milwaukee 16 now within about nine miles of the city and the new 
branch line will join the Grays Harbor line about that distance from 
here. 
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30 September 1913 
MILWAUKEE TO BUILD IN THIS DIRECTION 
BIDS CALLED FOR WORK ON CHEHALIS BRANCH 


WORK TO BE RUSHED BY CONTRACTORS ON ALL 
CONSTRUCTION 


Local followers of the local situation have received another cause for 
encouragement in the announcement that the officials of the Chicago, 
Milwaukee & St. Paul Railroad Company have advertised for bids for 
the construction of several stretches of the proposed line from Willapa 
Harbor through Centralia toward Olympia including that portion from 
Centralia to this city. 


Stories from Willapa Harbor and Centralia all indicate high degrees of 
optimism at those points, the Raymond dispatch expressing the belief 
there that the Milwaukee will be operating trains in that city within 
twelve months. 


Several prominent railroad contractors are said to be making 
investigations of the proposed route about twenty miles between 
Chehalis and a point near Olympia with a view to gathering data upon 
which to base their bids for the work. Among the firms thought to 
be gathering the information being Porter Bros., Guthrie, McDougal 
& Co., of Portland, and Cardson, Chundahl & Co., of Spokane. The 
construction between Chehalis and this city will be done along the old 
Union Pacific grade established several years ago but never utilized. 


21 October 1913 


RAILROAD RUMOR CAUSES FLURRY IN CITY- 
PROPERTY IS CHANGING HANDS RAPIDLY-SWANTOWN 


FILL DISTRICT IS SCENE OF REAL ESTATE ACTIVITY 


Deeds filed with County Auditor Charles A. Burr show that there 
is considerable activity in the Olympia business district bounded 
by Main and Jefferson streets and Fourth and Seventh streets, 
several transactions having been made in that section in which the 
consideration has run up well toward the $100,000 mark. The biggest 
price reported, that of $25,000 for the old Barnes corner bounded by 
Fourth and Seventh and Jefferson and Washington has shown the 
greatest activity although close in property 1n the immediate vicinity 
has also changed hands for good figure. 


Report has it that some railroad 1s buying up land in that vicinity for 
depot and yard purposes and as a result that section of the city is feeling 
a steady advance in prices. Just which railroad it is, 15 not announced 
officially, but the names of the Chicago, Milwaukee & St. Paul, the 
O. W. R. & N. and the O. & W. Corporation are all mentioned. If the 
latter were behind the move it would mean an electric line, whereas the 
other two are steam roads. The land in question 1s in close proximity 
to the holdings of the Olympia Terminal railway and the line, if it 
builds іп, would have access to the waterfront over the latter's rails, 
as the franchise provides for common privileges for all lines. . . 


22 October 1913 


DR. CARLYON BUYS UP PROPERTY ALONG ADAMS 
FROM THIRD TO FOURTH 


Following the announcement that T. A. Davies of Seattle had acquired 
a strip of land extending from Fourth to Seventh Street bordering on 
the Swantown fill, there was filed in the office of the county auditor 
a deed showing that the Casco company, of which A. С. Cook 15 
president and Millard Lemon secretary, has sold to Dr. P. H. Carlyon 
of this city, lots one and eight, block 43, Sylvester's plat. The property 
extends from Fourth to Third Street along Adams street and 15 directly 
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across from the old Barnes property, which was secured by Davies. 
Just how much Dr. Carlyon paid for the property officially as the deed 
shows but the nominal sum of $10 as the consideration. Rumor has 
it that the actual consideration was in the neighborhood of $15,000. 
Of all the property that has changed hands this 1s the first deal of any 
magnitude covering property north of Fourth Street. T. A. Rabeck 
purchased from Millard Lemon, the lot adjoining the Carlyon buy on 
Third Street. 


The report that a new railroad plans to enter Olympia at once was 
general yesterday and for a time a rumor was current that someone 
had purchased a big tract of land in Swantown fill. This 1s regarded 
as highly improbable but it is known that outsiders are interested and 
are making inquiries concerning Olympia real estate. It is also being 
observed now that Dr. P. H. Carlyon, head of the Olympia Terminal 
railway, has just abandoned his practice after following the dental 
profession in Olympia for thirty years. Whether this has any particular 
significance is something that is causing more or less wonderment. 


Opinions differ as to whether the new line coming in is a steam road or 
electric road and also as to whether 1s, if a steam road, the О. W. К. & 
N. or the Milwaukee system. Speculation seems to favor the former, 
although the fact that the Milwaukee is now connecting up its line in 
southern Thurston county with Centralia 1s regarded as meaning, in 
some quarters, that the line will be built into this city. 


8 November 1913 
O.W. R. & N. ANNOUNCES IT WILL BUILD INTO OLYMPIA 
$1,000,000 LOCAL PROJECTS TO START JANUARY, 1914 


That the Oregon-Washington Railroad & Navigation company has 
appropriated $1,000,000 to build from a convenient point on the 


Northern Pacific's Portland-Tacoma line, over which it has trackage 
rights into Olympia; that Robert S. Lovell and the board of directors 
of the line have approved the plans; that construction work will be 
started soon after January 1, 1914; that the O.W. R. & N. is to take over 
the holdings of the Olympia Terminal railway; that the same line has 
recently bought the strip of land extending from the Northern Pacific 
Terminal, connecting up with the old U. P. grade, between Adams and 
Jefferson streets through to Fourth street; that the O.W. К. & N. has 
approved the spending of $4,000,000 for the construction of a line 
from a point near Centralia to South Bend on Willapa Harbor, but that 
work will be delayed for possibly a year on that extension and that 
the money will be appropriated as rapidly as needed to hurry along 
the Olympia branch were offered announcements made last night in 
Portland, Oregon. It was also given out that while terminal property 
had been secured in Olympia that additional ground for terminals 
would probably be secured in the near future. 


The Portland story says that two new railroad lines will be built by the 
O.W. R. & N. within a year, one to Olympia and the other to South 
Bend and Raymond on Willapa Harbor. The line to Olympia will 
be built from some convenient point on the Northern Pacific line, 
between Tenino and Tacoma, a distance of about eight miles into the 
city. The terminal property has already been secured and construction 
work will be started soon after the first of the year. 


The Willapa Harbor branch will connect up with the Portland main 
line at Lincoln about six miles west of Centralia. 


The surveys for the two lines were completed a year or more ago, 
according to the Portland dispatch and the company planned for 
the ultimate development of its territory. Just is announced that the 
required terminals have been secured in Olympia and that the O.W. R. 
& N. will take over the Olympia Terminal Railway Company. 
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The name of the Chicago, Milwaukee & Puget Sound has been 
frequently mentioned in connection with the work and this is 
responsible for the story that the two would enter Olympia over a 
joint track. However the present plans do not include the Milwaukee 
in the Olympia invasion. It is stated that the Olympia and Willapa 
Harbor projects have been under consideration for many years and 
that recommendations for the work were continually made. However 
it was not until Judge Lovett and a party of directors were out a short 
time ago that they approved the plan. 


The appropriations for the Olympia work, which it 1s estimated will 
cost about $1,000,000 will be made as fast as needed, and construction 
will be started about the first of the year. The Willapa Harbor line 15 
estimated at $4,000,000 so work may not be started on that line for a 
year or more. 


9 November 1913 
RAILROAD MAY BUILD BIG WHARFS HERE 


SEVERAL BIG PROJECTS UNDER CONSTRUCTION IN CITY 
AT THIS TIME 


As the result of the announcement from Portland to the effect that the 
O. W. R. & N. had appropriated $1,000,000 for building into Olympia, 
had acquired a right of way through the heart of the business district 
and would take over the Olympia Terminal railway holdings, local 
people in touch with the situation think that Olympia is soon to have 
big terminal facilities. The company in addition to having a site 
for a depot on Fourth Street in the center of the business district, 
has acquired twelve lots on the Olympia waterfront adjoining the 
Percival dock which can be used for freight purposes. The Olympia 


Terminal railway line on the waterfront will afford access to all the 
local industries on what 1s now known as the Carlyon fill so that the 
company will have no trouble in getting business to take to outside 
points and at the same time can ship by water from here easily, its 
freight property being close to the main channel in the Olympia harbor. 


Lying just north of the present Carlyon fill are 100 acres owned by 
the Olympia Tideland and Development Company. When that land is 
filled, sites will be afforded for all the export docks needed as well as 
grain and other warehouses, while the filling of the land іп question 
means that the channel will be deepened to forty feet, so that the 
largest vessels afloat can come alongside the docks and load directly 
from the cars. 


At the present time work of all kinds 15 being rushed in Olympia and 
the announcement that the Harriman line will invade this territory 
makes the business men all the more optimistic. There is a big crew 
of men putting in the new $175,000 concrete tunnel for the Northern 
Pacific railroad; workmen will rush construction of the new federal 
building as soon as the steel arrives; the Washington Public Service 
Commission 15 installing a central steam heating plant for Olympia at 
a cost of $85,000 and the Northern Pacific 1s hard at work repairing 
its Deschutes River bridge and has just about completed the task of 
rebuilding the Westside trestle. 


The building of a short tunnel near Tumwater will put the line out on 
the prairie south of Tumwater without trouble. The crews to make the 
final surveys, the first ones having been made and approved some time 
ago, are expected to arrive soon, so that actual construction can begin 
within sixty days. How passengers will be handled over the line from 
Olympia to the Northern Pacific main line, over which the O. W. R. 
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& М. has trackage rights, to Plum Station, 15 not announced, but it 15 
thought a motor will be put on to meet the regular trains. 


31 December 1913 


COMPANY SEEKS SITE FOR UNION DEPOT ON FOURTH 
STREET 


OLYMPIA TERMINAL RAILWAY ASKS RIGHT OF WAY OVER 
SIREETS 


The Olympia Terminal Railway company presented a petition to 
the city council last night asking for right of way over and through 
certain streets and asking that a hearing be heard on the petition on 
January 21, or as soon after that date as possible. President Carlyon 
explained that property was desired for the purpose of a union depot 
and terminals, in the locality of East Fourth and Adams Streets. 


The petition asks for right of way over Fifth Street between the 
east line of Adams and the east line of lot 2, block 45, Sylvester’s 
plat of Olympia extending northerly across Fifth Street; all of the 
alley between lots 3 and 6, block 46 Sylvester’s plat; all of the alley 
between lots 1 and 8, and 7 and 2, Barnes subdivision of block 44, 
Sylvester’s plat. 


In conformance with the petition the council set January 21 as the date 
for hearing on the petition. 


25 May 1914 


The Olympia Terminal Railway Company begins acquiring property 
for its line from Olympia to East Olympia by filing suit (Lis Pendens) 


against John Towhy. The desired property is located in the Smith- 
Hayes Donation Claim in Sections 35 and 36 of Township 18 North, 
Range 2 West. Of unclear significance is the fact that on 27 June 
1914 the Oregon-Washington Railroad & Navigation Company (a 
Washington State subsidiary of the Union Pacific Railroad) signed an 
agreement with the Towhy Brothers Company, valued at $20,000, to 
construct the new right of way between Olympia and East Olympia. 


6 August 1914 


Fidelity Trust Company of Pennsylvania files suit (Lis Pendens) 
against the Washington-Oregon Corporation, seeking to obtain 
ownership of several properties used as collateral when the 
Pennsylvania company issued bonds backing the Washington-Oregon 
Corporation. The properties include: the right of way of the former 
Olympia & Chehalis Valley Railroad on the north side of Tenino, 
other real estate in Tenino, and the electricity and distribution systems 
of Tenino and Tono. 


6 October 1914 


The Olympia Terminal Railway Company buys the East Side 
Railway Company. Included are all rights that the East Side Railway 
Company obtained through a contract and agreement dated 24 August 
1898 with the Northern Pacific Railroad, for a single line of railroad 
located on Jefferson Street between Ferry Avenue (which at that time 
was located along the west side of Olympia s East Waterway) and the 
main tracks of the Olympia branch of the Northern Pacific Railroad. 
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15 December 1914 


The Point Defiance Line between Tenino and Tacoma is completed. 
Although owned by the Northern Pacific Railroad, operating 
agreements allow trains of the Great Northern Railway, Spokane, 
Portland & Seattle Railway, and the Oregon-Washington Railroad 
& Navigation Company (Union Pacific Railroad) to use this double 
track main line between Vancouver, Washington and Tacoma. 


14 October 1915 


The Oregon-Washington Railroad & Navigation Company and the 
E. J. Rounds Construction Company sign a contract for erection of a 
brick station on Fourth Avenue in downtown Olympia. 


31 December 1915 





The Oregon-Washington Railroad & Navigation Company buys the 
Olympia Terminal Railway Company for $419,050. 


18 February 1916 


The stockholders of the Olympia Terminal Railway Company vote to 
dissolve the company. 


1 July 1916 


Тһе Washington-Oregon Corporation is stricken from the roll of 
active corporations in the state of Washington. 
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Appendix 


The Big Tree and the Rock Cut 





Many old-time residents of Mason County are familiar with the legend 
of “the big tree", allegedly the largest Douglas fir ever felled in that 
county. Intertwined with the story is anotion that this tree was so gigantic 
that its largest segment could not be transported out of the woods. 


The legend, heard in various forms, is that sometime around 1900 a 
huge Douglas fir was harvested at a Simpson logging camp on the 
Blakely Railroad, near Matlock. Robert Sheane, a photographer from 
Shelton, made a visual record of the tree before and after it was cut. 
The butt end of the felled tree was huge, measuring more than fourteen 
feet in diameter inside the bark. It was too large to pass through a 
particularly narrow place on the Blakely Railroad. The tree was cut 
into logs of suitable length for rail transport. Due to its extreme width, 
the segment nearest the ground had to remain where it fell, and was 
turned into firewood. 


Appendix B gives the precise location where the big tree stood. The 
restrictive narrow spot on the Blakely Railroad is identified. Modern 
photographs of both areas are presented. Directions are provided 
which make it possible to visit these places. 


Two articles from The Mason County Journal verify this story. 
From the 13 July 1900 issue we read that “А big fir tree, 42 feet in 
circumference 6 feet above the ground, is one of the monsters found 
near George Grisdale’s camp, on the Blakely Railroad. The loggers 
frequently run across unusually large trees іп that section." А story 
which appeared four months later leads to some confusion about the 
place where the tree was cut. The 30 November 1900 edition of The 
Mason County Journal noted that “The Journal was in error in stating 
that the big log at Matlock was cut in Robert Simpson’s camp. It 


was the product of George Simpson’s camp, and was hauled from 
the woods by Benjamin Booth’s donkey. Photographer Sheane has 
photographs of the monster at all stages of its progress.” 


Green Commonwealth, by Stewart Holbrook, clarifies this 
discrepancy. Pages 88 and 89 contain pictures of the tree. Holbrook 
declares that both photographs were taken at “Camp 5 (River Camp)" 
where George Grisdale was Superintendent. It seems likely that The 
Mason County Journal article from 30 November 1900 persisted 
in making an erroneous statement. George “Grisdale” should have 
appeared instead of George "Simpson". 


The numbering system used by the Simpson Logging Company, 
when designating its logging camps, may appear confusing. The 
camps were not numbered sequentially. Rather, the number applied 
to a camp referred to specific equipment and personnel. Thus, Camp 
5 was located at various places over the years. “Camp 5 (River 
Сатр)” was located, in 1900, on the Middle Fork of the Satsop River. 
Somewhat later, it was moved to a new site on a creek northwest of the 
River Camp (see Figure B-7). 


Figure B-1 is a picture taken by the photographer, Sheane, while the 
big tree was still standing. The view looks northwest, with a cut for 
the Blakely Railroad grade unseen, because it lay below the bottom of 
the picture. After the tree was down, Sheane took the picture shown 
in Figure B-2. The view 1s toward the northeast. The log lay across 
an excavation in the ground, a branch of the Blakely Railroad. In the 
lower part of the photograph, on the right, a woman and a young girl 
stand on either side of a rail. 
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Figure B-1 


Felling the Big Tree їп 1900 





БЕГЕ В- Oe germ of (River) Camp 5 


Ron Elson, son of Louis and Edith Elson (who were cited in Chapter 
7) had visited the stump of the big tree in the 1950s. He provided 
the information which made it possible to find what remains of the 
stump. The site 1s located in the northeast quarter of the southeast 
quarter of Section 30 in Township 21 North, Range 6 West. Figure 
B-3 15 a recent photograph taken in the same direction, and from the 
same point, where Sheane obtained Figure B-1. Peter J. Replinger 
holds a piece of railroad iron found nearby, while standing in front of 
the remarkably well preserved stump. Figure B-4 looks at a forty foot 
segment of rail that was found about fifty feet southwest of the stump. 
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With the location of the big tree established, а 1989 publication by 
Dave James, entitled Big Trees and Steam Lokies (see Bibliography) 
deserves critical evaluation. It underscores the difficulty in specifying 
the exact choke point, along the railroad, which prevented shipment 
of the lowest part of the big tree. James presented a photograph (not 
reproduced here) of the Blizzard, a Blakely Railroad engine, pushing 
a flat car through a cut with a sheer rock face. He stated that “This 
was the cut, 90 feet deep, through which Simpson trains were able to 
haul all of the Neby (Middle Fork of the Satsop) River tree, except its 
thick butt log." Big Trees and Steam Lokies did not specify where the 
photograph was made. Although it was labeled as coming from the 
simpson Timber Company Archives, I was unable to locate it there. 


Logic suggests that whatever cut restricted movement of the butt log 
would have been located along the Blakely Railroad between the big 

mo ' tree and the log dump at Rollway. Clearly, it was important to know 
Figure B-4 Rail at mu Camp 2 where James' photograph was made. Was this, in fact, the critical spot 
between the big tree and Rollway? With that in mind, two photographs 
(Figures B-5 and B-6) from the collection of Peter J. Replinger have a 
bearing on James’ statement. 


Figure B-5 displays Blakely Railroad Engine £ 2, the Chehalis, in a 
cut through sheer rock. The configuration of the rock looks the same 
as is seen in James’ photograph. Clearly the location 15 about one 
hundred feet south of the place where Figure B-6 was taken. Figure 
B-6 shows Blakely Railroad Engine # 1, the Blizzard, at the front end 
of a string of log cars, with a helper engine at the rear. The title states 
“Train of Fir logs, at Sol Simpson's Camp No. 5, Mason Co. Wn." 
The photographer, Joseph G. Thompson, copyrighted the picture in 
1901. The lead engine 15 stopped on a small bridge. In front of the 
locomotive is a cut through pure rock. The rock resembles the cut 
shown in both Figure B-5 and James' picture. In the background, the 
= 7 41 | £ | helper is also halted on a bridge. The photographs suggest that the 
д | bridges seen here were located in an area where the right of way was 
R Engine, the Chehalis built in an S curve. 
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1901 Photograph of Blakely RR Engine, the Blizzard, near Simpson Logging Company Camp 5 


Figure B-6 
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As Figure 1-10 (page 13 of Chapter 1) points out, іп 1899 Sol 
simpson's logging activity along the Blakely Railroad was located 
north of Matlock. Numerous branch lines existed there, including 
the one which followed the Middle Fork of the Satsop River (known 
locally as the Neby River) to the big tree, and for a mile or two farther 
north. Figure B-7 maps the Blakely grades north of Matlock. 


Numerous trips to the region of Matlock led to the discovery of the 
place where the photographs seen in Figures B-5 and B-6, and in Big 
Trees and Steam Lokies, were made. All were taken in Section 19 of 
Township 21 North, Range 6 West. Figure B-8 shows where these 
pictures were made, displayed on the 1909 Mason County Timber 
Cruise of Section 19. Obtained in 2006, Figure B-9 1s a photograph of 
the same place. In the 105 years since the railroad operated here, the 
creek changed course. Now it follows the cut carved by construction 
of the railroad, and has abandoned its former meandering path. 


Because the place where all of these photographs were taken 15 not 
situated between the big tree and Rollway, it could not have been 
the place which restricted shipment of the largest log from the tree. 
However, the actual choke point has been discovered. 


Figure B-10, courtesy of Peter J. Replinger, 15 another a photograph 
of the Blizzard. An article іп the 29 November 1901 edition of The 
Mason County Journal explains the appearance of the engine. “Тһе 
train on the middle division of the Port Blakely Railroad was badly 
wrecked by a tree across the track at the ‘Rock-cut hill’ Tuesday 
night. The tree was just high enough above the track to strip the 
engine of stack, steam and sand-dome and cab. The train consisted of 
twenty empties, but fortunately Engineer LeRoy and the brakemen all 
escaped without injury." 


There is no uncertainty about the place where the wreck shown in 
Figure B-10 occurred. Тһе frontispiece of this book reproduces 
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Figure B-8 1909 Timber Cruise of Mason County 





a picture found in two separate collections of photographs. The 
particular print which hangs on а wall at the offices of the Port Blakely 
Tree Farms is titled “Building Rock Cut By Hand For Company 
Railroad". It 15 dated “About 1895" and identifies the place where 
the picture was taken as “Section 22, Township 19 North, Range 5 
West". Thorough research suggests that a somewhat different date 
and location should be considered. 


Figure 1-9 (page 11 of Chapter 1) confirms that, prior to 1894, the 
Blakely Railroad had already been built through Section 22. A walk 
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along the old grade through Sections 22, 23, 24 and 25 of Township 19 
North, Range 5 West, reveals four or five small excavations, but none 
resemble the picture shown in the frontispiece. On the other hand, 
Section 30 of Township 19 North, Range 4 West, contains a massive 
cut which appears to have been the source of material used to build a 
fill, sixty feet in height, immediately north of the cut. 


This part of the Blakely Railroad right of way 15 demonstrated in 
Figure B-11, which comes from the 1909 Mason County Timber 
Cruise, and represents the south half of Section 30 in Township 
19 North, Range 4 West. “Rock Bluff" denotes the location of the 
"Rock-cut hill" mentioned above in the 29 November 1901 edition of 
The Mason County Journal. Because the material dug from the cut 
appears to have been removed to the north, it seems likely that the 
photograph seen in the frontispiece was taken here, looking toward 
the south. 


Figure B-12 locates rock cut hill on a modern aerial photograph. 
Figure B-13 is a close-up view of the same area. The cut is seen easily, 
as well as the filled grade to the north. Nowadays, neither the cut nor 
the fill are used as a logging road. Figure B-14 1s a 2006 photograph 
taken looking south in the cut. The height of this excavation agrees 
closely with Dave James' statement that the place which prevented 
shipment of the largest log was a cut 90 feet deep. 


Visiting the places described in Appendix B can be challenging. To 
access the big tree and the site of Figures B-5, B-6, and B-9, begin 
in Shelton and drive west on Shelton Matlock Road. At Matlock 
the road curves southwest and becomes Matlock-Deckerville Road. 
When the road curves west it becomes Deckerville Road. Follow 
Deckerville Road west, into Grays Harbor County. Turn right (north) 


2 ; я | p Г. 
Location of Fig at Kelly Road. Cross the bridge over the Middle Fork of the Satsop 
River, and continue driving north. Consult Figure B-15, which is Ron 
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Rock Cut 
Hill 


Blakely RR Grade at Rock Cut Hill | 


ace Cut NEUE in 2006 








Elson's hand drawn map of logging roads along the border between 

Mason and Grays Harbor Counties. The *County Road" on Elson's 

| | | | map is Kelly Road. Turn left (west) at the first left turn north of the 

wil je се ы pr E > abandoned Simpson Railroad grade. The road will gradually curve 

РА x Sp б north, and then continue due north for approximately 2 miles along 

the Simpson 500 Line. Turn right (east) at the road identified as 501 
in Figure B-15. 


Following this road, ideally in a 4 wheel drive vehicle, will bring you 
to a parking spot 200 yards west of the big tree. Now descend 100 feet 
down the hill, east of the end of the road. Figures B-16 and B-17 show 
the roads and grades near the big tree. Approximately 200 feet south 
of the stump, the river has washed away the old railroad right of way. 
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То reach the place where В-5, B-6, and B-9 were made, return to your 
vehicle and drive west along the road used to reach the big tree. Turn 
right (north) on the 6800 Road, as seen in Figure B-15. Starting at 
the landing shown in Figure B-17, follow a course 50 degrees east of 
north, which will point you in the correct direction to descend to the 
river below. Be advised that this climb 1s hazardous, with the river 
several hundred feet lower than the landing. 





Rock cut hill is relatively easy to visit. From Highway 101 
follow Highway 108 to Stimson and then proceed north (on foot) 
approximately .75 miles along a well maintained gravel road (which 15 
the old Blakely Railroad right of way). At the point where the logging 
road curves to the right, the railroad grade continued straight ahead 
and enters rock cut hill. 
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5 c ome : Appendix B verifies the legend ofthe big tree and the rock cut. Recent 
Note: this Camp 5 is the logging road construction makes it possible to visit the place where 


“River Camp” where the the behemoth stood. After 105 years, the stump still looks almost as 
Big Tree was located large as it did in 1900. 


Figure B-15 Map Courtesy of Ron Elson 
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Rock cut hill is a mostly forgotten spot on the Blakely Railroad. It 
prevented shipment of the largest log produced from the big tree. 
Construction of the cut was an impressive feat, accomplished at the 
beginning of railroad mania in the south Puget Sound. 
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Appendix С 


A Tramp Over the Satsop Railroad Company's Track 





During initial construction of the Satsop Railroad, the 14 January 
1887 edition of The Mason County Journal published this article by 
Grant C. Angle, Editor of the newspaper: 


“I left the town of Shelton, the starting point of this railroad, by 
the first train of the day, (5 o'clock A. M.) and breakfasted at the 
company's logging camp, four miles from the above town. After 
breakfast, through the kindness of the engineer, J. Frank Jordan, I 
was permitted to ride іп the cab one mile further, to Alex. McLeod's 
camp, that being as far as the track 1s laid at present, where I got off, 
and looked around to see something of the lumbering business, as 
done by railroad. There I found the owner of the camp and to all 
appearances he 15 a rustler. I noticed that the quarters of the men were 
large and commodious, and separate from the cookhouse, which was 
also a large and convenient building. There are twenty-two men in 
this camp. The barn, or hovel, as it 1s called, 15 large and well arranged 
for the accommodation of the oxen that are used in the hauling of the 
logs. At this camp I heard the same complaint that 1s heard in most 
of the logging camps on the Sound, 1. e.: the injustice that 1s done the 
logger in the scaling or measuring of his logs. It appears as though our 
legislators might do something to mitigate this great and frequent evil; 
because there 15 undoubtedly a great injustice done the logger, giving 
short measurement on the logs sent to the mills." 


"After leaving McLeod's camp, I had to tramp the rest of the way. I 
had traveled but a short distance when I came to quite a long trestle, 
(500 ft.), and where was found our genial friend Will. Maxwell, busily 
engaged with his crew of men, in sawing off the piles and otherwise 
preparing them for the caps and stringers. After a short look around, 
І again started on my way and іп a short distance came to another 


trestle, somewhat higher than the first and about 800 feet long, which 
will soon be ready for track laying. After leaving this point I traveled 
along through light cuts and over fills for about half a mile, where I 
came to a short trestle, spanning a stream known as Goldsborough's 
Creek, where was found the pile driver, which had been used in 
driving the piles in this creek. I also saw the remains of one of the 
construction camps, which, from appearances, had been deserted 
some time." 


“Travel from that point was more difficult, owing to the track leading 
through a clayey soil, which at this time of year gets very muddy, 
and makes pedestrianism a feat. That kind of traveling lasted for 
about a mile and a half, to where the track crossed the North Fork of 
Goldsborough's Creek, which will be crossed by piling; the trestle 
will not be over 8 or 9 feet high there. At this point grading ended, but 
the right of way 15 cleared, so I had no trouble in following (the) line. 
About half a mile from the crossing of the creek I came upon one of 
the grading crews in full blast, under the supervision of foreman Fred 
Neeby. This crew contains about 60 men, all white, (as the Satsop 
company has no Chinamen in its employ). The work here 15 pretty 
heavy, being a hillside grade, through sand, mud and cement, one of 
the cuts being about fourteen feet." 


"Passing from this cut into a twelve foot fill, which 15 completed to 
where there will be a short trestle, the highest one on the road and 
connected with another completed fill, which soon terminated in a 
high cut and brought me to the construction camp, where I found the 
gentlemanly superintendent of construction, Mr. Cole. At this place 
we saw the smiling phiz. of our friend Mr. Needham, timekeeper of 
the company, jotting down the time of its employees, as he came to 
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them, in good style. After a short conversation with Mr. Cole, I again 
took my departure. The road from this camp leads across a very flat 
tract known as “Ше burn". The work here is very light and the road- 
bed straight, and well graded." 


“Two miles tramp brought me to another construction camp, with 75 
or 80 men, with our old Olympia friend, Jake Bolander, as foreman. It 
being quite late when I reached this camp, I concluded to *hang up" for 
the night. I found the camp well supplied with the best of provisions, 
and well cooked. The cook and dining tent, in one, is 80 feet long, in 
which there are two large ranges of the latest pattern. Next morning, 
in company with Mr. Bolander, I went to the front, or to the end of the 
grade, which is about one mile from Lake Newatzel, 13 miles from 
Shelton, and the present objective point of the railroad, that being as 
far as the road 15 laid out. Most of the grubbing 15 completed to the 
lake. They use the quick method to get rid of the large stumps-put 
dynamite and Judson powder under them and literally shooting them 
out of the ground; some of the fragments being blown two and three 
hundred feet away. That part of the work 1s under the supervision of 
Mr. Booth." 


"Another construction camp is being built at the Lake, which will 
soon be occupied. I then went to the south end of the Lake, where the 
Satsop company are having extensive logging works built, under the 
supervision of Dougal Morrison, a Sheltonite. There I find a number 
of acquaintances, among them our old friend, George Mullain, better 
known as George the Muzzler, busily engaged in building what 15 
called ox-slings, a framework used for shoeing oxen." 


““Тһеге appears to be a large amount of good timber in the vicinity of 
this Lake, which the company intends hauling into the lake and rafting 
them to the railroad floats, put them on the cars, and haul them to their 
boom at Shelton, from which they will be towed to the various mills 
on the Sound." 


"As near as I can learn this company intends, in the near future, 
putting their road through to Gray's Harbor, and open up one of the 
best agricultural, as well as one of the best timbered tracts in the Puget 
Sound basin." 


"After tramping around Lake Newatzel, I started my return trip; 
reached Bolander's at supper time and remained all night; took an 
early start for Shelton the next morning; which I reached at noon, after 
a pleasant and interesting pilgrimage." 
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Appendix JD 


Gallery of South Puget Sound Locomotives 





Blakely Railroad 2 Truck Shay Locomotive Blakely Railroad Engine # 2, the Chehalis 
Courtesy of Washington State Historical Society Courtesy Mason County Historical Society 
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Shelton Southwestern Railroad Company Engines Shelton Southwestern Railroad Company Engine 
Skookum (left) and Bertha (right), Replinger Collection the Democrat, Replinger Collection 
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Blakely Railroad Engine # 1, the Blizzard, in 1901 
Replinger Collection 
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Casco Company ота а 250, 252 
Case-Huling Shingle Company ...................................... 204 
Centralia Eastern Railroad ........................ eee 249 


Chicago, Milwaukee, St. Paul & Pacific Railroad 
(includes the Chicago, Milwaukee & Puget Sound 


Railroad) (see also Milwaukee Road, the)....... 2, 115, 116 
118, 243, 244, 245, 246, 247, 249, 251, 252, 253, 254 
Cloquallum Shingle Mill ...................................... 12, 15, 33 
Delphi Golf Сосон ттен 106, 111 
Diebold shingle mill оси 15 
Dominion Mill Company ооо отно а 4 
DOU IS ерии 51,58 
Draham Timber Company ...... ыы 104 
East Side Railway Company ................................. 238, 255 
Eastern Railway & Lumber Company .......................... 249 
Elma Shingle Company но eoe vene cp лы 39 
Elma shingle mill РИН 39, 40 
Elma voer plani cosciente hit DUNT 202, 215, 227 
ECT п D. 91 
Fern Lake mıl! ........................... таты 17, 34 
Fidelity Trust Company of Pennsylvania ............... 239,222 





Fredson Brothers Logging Company ......................... 19, 47 
48, 50, 53, 54, 57, 58, 61, 70 


ботаға ОО тте ИИ КЕЛ ККЕ 97 
Goldsborough Creek Railroad Company ..................... 126 
Great Northern Railway ........................ sees 237, 238 

239, 240, 242, 245, 248, 256 
Green Diamond Resource Company ....................... 144,148 
Сте ШИШ КИТ КЕТЕ 245 
Harriman System (included ГРЕК) ............... 240, 242, 254 


Henry McCleary Timber Company ............................ 78, 81 
92, 96, 99, 205, 238, 239, 247, 249 


Henry McCleary Timber Company Railroad ............. 71, 78 

82, 88, 89, 90, 94, 96, 97, 98, 101, 102 
Herman Branch of the PS & GH RR .......... 11, о, 34, 36 
Jackson Branch of the PS & G H RR .............................. 11 
Jameson Logging Company ........ а. 81 
КОСЕ Оон о ленің 150 
Iceland aser ІІ енеке og 150 
Libby-Háds Company тет 71, 72, 75 
Lie Е EC a етт он 67 
Little Creek ROCK OU ary оъ ео е 65, 67 
Little Skookum Railroad ...................................... 2 
Log Shipper's Spur on East Side Railway Company ....238 
Mason County Central Railroad Company ............ 150 


152, 156, 172 
Mason County Logging Company ...82, 133, 134, 142, 147 


Mason Mortgage Loan Company ................................... 154 
McDonald mill .......0л0а0а аштары 17, 20 
McMillan's service station ...................................... 93, 102 
Milwaukee Road, The ............................ 115, 123, 250, 253 
Mosher and McDonald Logging Company ...................... 81 
Mud Bay Logging Company ...................................... 12,73 


99, 104, 105, 106, 113, 134, 135, 154 


Northern Pacific Railroad ...4, 6, 9, 10, 14, 15, 18, 29 
31, 51, 54, 57, 72, 78, 81, 91, 96, 116, 118, 120, 172, 174 
175, 176, 177, 178, 184, 186, 187, 188, 189, 193, 194 
195, 204, 208, 209, 214, 225, 237, 238, 239, 240, 241 
242, 244, 245, 246, 248, 249, 250, 251, 253, 254, 255, 256 


Northwestern Improvement Company ................... 238, 239 
Olympia Brewery нн 120 
Olympia & Chehalis Valley Railroad Company...237,247,255 
Olympia & Tenino Railroad Company ......................... 237 
Olympia Brewing Company .......................................... 245 
Olympia National Bank .................................................. 245 
Olympia Power & Light Company ................................ 238 
Olympia Railway Company ......о000........- 200000000002 247 


Olympia Southern Railway Company ...247, 248, 249, 251 
Olympia Terminal Railway Company ............ 115, 116 
118, 119, 120, 123, 239, 240, 241, 242, 243, 245 

246 2477, 248, 250, 251, 252, 253, 254, 255, 256 

Olympia Tideland and Development Company ............. 254 
Oregon & Washington Corporation ............................... 232 
Oregon-Washington Railroad & Navigation Company 
118, 120, 245, 249, 252, 253, 254, 255, 256 


Peninsular Railway Company .................55................ 8, 12 
13, 14, 39, 40, 43, 104, 126, 128, 132, 134, 135, 154, 178 
Philadelphia Trust Company Ла 247 
Pie Pong |1 ге. оо но НЫНА ИНИН 39 


Point Defiance Line of the NPRR ......... 118, 241, 248, 256 
Port Blakely Mill Company ...2, 4, 6, 10, 12, 14, 15, 16, 18 
34, 39, 182, 184, 186, 188, 202, 205, 213, 214, 215, 235 
Port Blakely Tree Farms ...4, 6, 18,31, 193, 195,214,227,263 
ГО ОГОО Ори е оо н ноа 116 
Port Townsend Southern Railroad ........................ 116, 119 

120, 121, 122, 152, 237, 247 
Portland & Puget Sound Railroad Company .. 115, 116, 118 
119, 120, 121, 122, 123, 238, 239, 240, 241, 243, 241, 250 
Portland & Seattle Railway Company .................. 238, 239 
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Puget Sound & Chehalis Railroad Company ...77, 78, 81 
82, 83, 84, 86, 87, 88, 89, 90, 91, 96, 97, 98, 102, 237, 238 
Puget Sound & Grays Harbor Railroad and Transportation 
Company ...2,4,6,7,10,11, 15,24, 34, 39, 48, 152, 175, 215 
Puget Sound & Pacific Railroad ...18, 20, 24, 26, 27, 28, 30 
44. 45,56,577,58,59,62,91,188,208,215,217,226, 229,266 
PugetSound & Willapa Harbor Railway Company ...250,251 
Rounds, E. J. Construction Company ............................ 256 
Royal Shingle Company ......................... 204, 205, 209, 210 

219, 221, 222, 223 
Satsop Railroad Company ...125, 126, 127, 128, 132, 133 


134, 135, 136, 138, 139, 142, 144, 147, 148, 156, 157, 270 
Seattle & Montana Railroad Company ........................ 238 
De VICE and HINS Ml ИИИНИН оов 12 
Shelton Opera House ......................... assesses 150 


Shelton Southwestern Railroad Company ...104, 136, 149 


150, 154, 156, 157, 165, 168, 172, 174, 176, 178, 179, 273 
Shelton Southwestern Railway Company ............. 150, 154 
S. С. Simpson and Company ....................................... 6, 12 
Simpson Dry Sort Аата... 144, 146 
simpson Logging Company .................. 6, 14, 48, 78, 132 

133, 135, 136, 205 
Simpson sawmill ТТТ Т Кта 17, 34 
Simpson Timber Company ..................... 14, 43, 61, 96, 126 


135, 148, 182, 257 

simpson Timber Company Archives ...54, 78, 79, 80,91, 260 
simpson Timber Company Railroad ...136, 139, 142, 144 
146, 147, 156, 157, 267 

Sound Logging Company 
Spokane, Portland & Seattle Railway...238,239,240,243,256 


DEI A ооо он 202 
OE A ПЕР РЕ ИЕК НЕКЕ ТЕ КЕРЕ 204 
Star Shingle Company eoo тт т т л... 202, 204 
Stimson Lumber Company ...... eot aeri eos ode нано 197 


...2, 4, 6,9, 14, 15, 16, 18, 182 
184, 186, 197, 202, 205, 213, 214 
Stimson Mill Company Railroad ...177, 181, 183, 187, 188 

194, 195, 198, 215, 230, 231, 236 
Summit Branch of the NP RR ....... 10, 12, 54, 174, 208, 215 


Stimson Mill Company 


Tacoma Mill ODD рУ онен 54, 60 
Tacoma, Olympia, & Grays Harbor Railroad .......... 4, 238 
Thurston County Railway Company .............. 82, 103, 104 
105, 106, 113 

Till Shelton Switch on the Blakely Railroad .......... 175, 176 
Towhy Brothers Company ...................... eene 255 
Union Pacific Railroad ................... 116, 118, 237, 240, 245 
250. 231.252. 209.255.1230 

Washington-Oregon Corporation ............ 118, 238, 239, 240 
241, 242, 247, 255, 256 

Washington Southern Railway Company .....126, 128, 132 
West Branch # 1 of the M CC RR С .............. 152, 156, 158 
Western Washington Logging Company ........... 34, 104, 134 
135, 154, 167 

Westside mill (Olympia) ..... ы. 247 
Weyerhaeuser Timber Company .......... 78, 92, 96, 202, 205 
Weyerhaeuser Timber Company Archives ............. 215, 235 
White Brothers Logging Company ....................... 6, 15, 201 
202, 204, 205, 207 

White Brothers Logging Company Railroad .......... 201, 204 
225, 226 


White Star Lumber Company ...186, 201, 202, 204, 205 
207, 208, 209, 211, 212, 213, 214, 215, 217, 233, 236 
White Star Lumber Company Railroad ...186, 188, 195, 197 

198, 201, 227, 230, 231, 235 


bordel E O 204 
Willapa Harbor Branch of the Milwaukee Road ............ 240 
Wolverine Company ооо о т 78, 81, 238 


Bibliograplay 





Books and Periodicals 


Adams, Kramer A., Logging Railroads of the West, Seattle, 
Washington, Superior Publishing Company, 1961. 





Deegan, Harry W., History of Mason County, Washington, Revised 
Edition, 1971. 


Fredson, Michael, Log Towns, West Olympia, Washington, 


Minuteman Press, 1993. 


Fredson, Michael, Oakland to Shelton, The Sawdust Trail, Shelton, 
Washington, Mason County Historical Society, 1992. 





Hannum, James S., Gone But Not Forgotten, Abandoned Railroads of 
Thurston County, Washington, Olympia, Washington, Hannum House 


Publications, 2002. 


Holbrook, Stewart, Green Commonwealth, A Narrative of the Past 


and a Look at the Future of One Forest Products Community, Shelton, 
Washington, Simpson Logging Company, 1945. 





James, Dave, Big Trees & Steam Lokies, Fairfield, Washington, Ye 
Galleon Press, 1989. 


Jost, R. Dale, M. D., Archives of Western Railroads, Stockton, 
California, 1991. 


Labbe, John T. and Replinger, Peter J., Logging to the Salt Chuck: 


Over 100 Years of Railroad Logging in Mason County, Washington, 
Seattle, Washington, Northwest Short Line, 1990. 


Poor, Henry Varnum, Poor’s Manual of Railroads, New York, New 
York, Edition of 1900. 


Price, Andrew, Jr., Port Blakely: The Community Captain Renton 
Built, Seattle, Washington, Port Blakely Books, 1990. 


Robertson, Donald B., Encyclopedia of Western Railroad History, 
Volume 3, Oregon and Washington, Caldwell Idaho, Caxton Printers, 


Ltd., 1995. 


Syckle, Edwin Van, They Tried To Cut It All, Seattle, Washington, 
Pacific Search Press, 1981. 


The Timberman, George M. Cornwell, Publisher, Portland, Oregon, 
1908-1925. 


Thomas, Berwyn B., Shelton Washington, The First Century, 1885- 
1985, Shelton, Washington, Mason County Historical Society, 1985. 


Photographs, Maps, Private and Government Archives 

Chehalis County, Washington Assessor, 1911 Timber Cruise of 
Chehalis (now Grays Harbor) County, Washington. Aberdeen 
Printing Company, Aberdeen, Washington, 1912. 


Green Diamond Resource Company, Aerial Photographs of Mason 
County, Washington, Shelton, Washington, 1946. 


Mason County Historical Society, Shelton, Washington. 


Metsker, Charles F., Metsker’s Atlas, Tacoma, Washington, Thurston, 
Mason, and Grays Harbor Counties, various dates. 





283 





Port Blakely Mill Company Collection, Manuscripts, Special 
Collections, University Archives Division (MSCUA), University of 
Washington Libraries, Seattle, Washington. 


Port Blakely Tree Farms LP, Port Blakely Mill Company Land Book, 
Tumwater, Washington. 


simpson Timber Company Archives, Tacoma, Washington. 
Southwest Washington Regional Archive, Olympia, Washington. 


Wade, Lewis J., Chief Cruiser in Charge, 1909 Examiners' Report on 
Land and Timber in Mason County, Washington, 1910. 


Wade, Lewis J., Chief Cruiser in Charge, 1909 Field Report on Land 
and Timber in Mason County, Washington, 1910. 





Washington State Historical Society, Research Center, Tacoma, 
Washington. 


Washington Utilities and Transportation Commission, Transportation 
Formal Hearings, Case # 4687, Olympia, Washington, 23 August 1918. 


Washington Utilities and Transportation Commission, Transportation 
Formal Hearings, Case # 7317, Olympia, Washington, August, 1919. 


Weyerhaeuser Archives, Federal Way, Washington. 





284 





